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BEATING THE FOURTH SECTION 

For years the transcontinental railroads have been 
seeking fourth section permission to make lower rates 
to the Pacific coast than to intermediate points. That 
permission, largely because of objection by the inter- 
mountain country, which insists that it should have the 
benefit of rate reductions made by the transcontinental 
lines to meet steamship competition through the Panama 
Canal, has been refused by the Interstate Commerce 
Commission. Now the Illinois Central Railroad, by 
arrangement with the Redwood Steamship Line, has 
put into effect tariffs, which the Commission has refused 
to suspend, enabling midwest shippers to ship to the 
Pacific coast in competition with Panama Canal traffic 
from the east. If the new plan proves profitable and 
there is traffic demand for extensions of it, of course 
other north and south railroads will publish similar 
tariffs in conjunction with other steamship lines now in 
existence or to be put into service for the purpose, 
and the problem of midwest competition with the At- 
lantic seaboard will be solved. But the transcontinental 
railroads will still be out of luck and the intermountain 
country will still get nothing. The result is merely a 
change in the method of carrying the traffic. All of 
which shows that there is more than one way to kill a 
cat. Of course, the new scheme will give the trans- 
continental lines another argument in favor of the fourth 
section departures they ask, if they care to use it. The 
development is extremely interesting. 


RAILROAD REGULATION 
What is the reason for the development and un- 
doubted growth of the policy of the government and 


people of this country to foster various kinds of trans- 
portation competitive with the railroads, backing them 
with forms of subsidy, running all the way from actual 
use of government funds, as in the case of the barges, 
to free use of the public highways, as in the case of 
motor vehicles, yet leaving them largely free from regu- 
lation, while, on the other hand, the railroads, which it 
is generally admitted must continue to form the back- 
bone of the country’s transportation facilities, are taxed 
to the limit and regulated to the limit, or, as some think, 
beyond the limit? . 

The argument in support of this policy comes from 
many sources and takes varied forms. Some of it is from 
socialists or near socialists, of which we have many, who 
are always glad to see any form of government participa- 
tion in business—the more of it the merrier. Some of 
it comes from shippers who want cheaper rates, no mat- 
ter what it costs other shippers or what it costs the 
people generally and regardless of the effect on the rail 
carriers. Strangely enough, most of the latter class 
would insist that they are absolutely against govern- 
ment ownership and they, no doubt, try to think they 
believe that, for instance, eventually the barges will be 
transferred to private owners, though, of course, the 
people’s money will continue to go in ever increasing 
amounts to the improving of the water courses that 
furnish free highways for this form of transportation, 
just as the paved roads furnish free highways for the 
trucks and busses, both these forms of highways being 
provided, to a large extent, by taxation of the railroads, 
with which the users of such highways compete. 

Most reasonable men, it would seem, must admit 
that all of this is unfair to the rail carriers, yet Con- 
gress and the people are apparently determined to 
go forward with the program, regardless of the fact that 
Congress has said that the railroads are entitled to a 
fair return, and of the fact that they are not getting it. 
This sentiment on the part of otherwise reasonable 
people, it seems to us, is inexplicable on any grounds 
usually cited; perhaps the real reason for it will be 
found in the country’s impatience with the restrictions, 
which, as a result of the law and of the Commission’s 
administration thereof, have been wound around the 
nation’s major transportation facility—the railroads. 

It is not fully realized by the people at large to what 
extent this process has gone. Flexibility in the price of 
transportation, which has been a prime factor in the 
nation’s tremendous industrial growth, is rapidly dis- 
appearing. Distance, which railroads were built to mini- 
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mize or abolish, as nearly as possible, is more and more 
the principal consideration in the rate-making of theo- 
rists who are in control of railroads and whose formulas 
of ton miles, and car miles, etc., are fast supplanting the 
initiative of railroad men who understand the needs of 
commerce and how to make it grow. The fourth sec- 
tion of the interstate commerce law, which is supposed 
to permit flexibility in meeting water competition, might 
as well be rigid, so far as its administration is concerned. 
Rate “scales” have become a fetish and distance tariffs 
are crawling over the land like a network of noxious 
vines. Hide bound adjustments are ordered over large 
sections, accompanied by the provision that the slightest 
change of any rate between any two points will affect 
the entire structure. It is’from this strangling influence 
of this sort of railroad regulation that people turn to 
other forms of transportation that have not yet been 
manacled and are still free to conduct their business 
with some regard for the needs of their patrons. In this 
situation may lie the real source of popularity of the 
campaign for water transportation, motor transporta- 
tion, etc. 

Take the situation at Chicago, for example. The 
business men of Chicago are not advocates of govern- 
ment ownership, but they are desperate. The railroads, 
able and desiring to serve these shippers in reaching 
important markets, of which they have been deprived, 
are forbidden to do so. Perhaps these men ought not 
to be blamed too much, if, after failure of repeated 
efforts to convince the Commission of their needs and 
their rights, they turn to an unregulated river and sub- 
sidized barges for relief. 

The railroads are being more than regulated—they 
are being managed, and that by people not properly 
equipped for the task. They are denied the right to 
load their cars and their trains with business offered 
them on a profitable basis and, at the same time, are 
told that the rates they are charging on other traffic, in 
order to obtain the revenue of which they are thus 
deprived, are too high and must come down. Again, 
they are told that the wages they are paying their em- 
ployes are too low and must go up. Their taxes have 
increased until they exceed the dividends paid to their 
nominal owners. Meantime, their customers are driven 
to the use of other forms of subsidized and unregulated 
transportation. Perhaps, if the people could realize 
what is taking place, they would cut some of the red 
tape and clean some of the barnacles off of the regulation 
machinery. 


A TRANSPORTATION PLANK 

We published last week the transportation plank 
of a platform of industry to be submitted by the Na- 
tional Association of Manufacturers to both political 
parties at their national conventions. For the most 
part, it embodies little that is new or that is not con- 
templated by present laws. Its sound policies are 
expressed in plain language that sounds well but that 
would probably give way, if adopted in the platform of 
the successful party, to the practicalities of specific situ- 
ations, just as the provisions of the present law for ade- 
quate railroad revenue have been disregarded and just 
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as the avowed policy of the party at present in power 
for less government in business has not prevented Con- 
gress from passing and the President from signing a 
bill continuing and extending the government’s trans- 
portation activities on the inland waterways. It does, 
however, in speaking of the barge line “experiment,” 
insist that, in order fairly to determine the worth of 
inland waterway service, the same methods be applied 
to cost accounting that apply under private operation. 
That is a considerable step in advance. The plank also 
lays down general qualifications for members of the 
Interstate Commerce Commission, and that, too, is a 
forward step. Though party platforms are largely for - 
the purpose of stepping from instead of standing on, 
after the party is successful, neither party could do 
better, we believe, from a transportation point of view, 
than to adopt this proposed plank. We do not know 
who wrote it, but it was evidently someone of sound 
ideas and transportation experience. | 


CONGRESS KNOWS THE FACTS 


The position taken by Congressman Hoch in his 
most recent letter to Chairman Campbell, of the Com- 
mission, with respect to procedure under the Hoch- 
Smith resolution, that Congress, in adopting the reso- 
lution, determined that there was an agricultural depres- 
sion and that the Commission is wasting time and 
usurping authority in its investigation of the alleged 
fact of the depression, is interesting. We are inclined 
to agree with Mr. Hoch on this point, however. Con- 
gress undoubtedly has the right to direct the Commis- 
sion, if it is foolish enough to do so, and if it tells the 
Commission there is an agricultural depression and it 
must proceed. to reduce rates on farm products as low 
as legally possible, we do not see how it comes within 
the Commission’s jurisdiction to question the reasons 
given by Congress for its mandate. We have expressed 
this opinion before. Of course, how Congress came by 
its knowledge of the alleged depression and how ridicu- 
lous it makes itself by determining a matter of this sort 
without any investigation, merely because the farmer 
constituents of the great statesmen who represent us in 
our national legislature are complaining, is another mat- 
ter. Congress ought either to have made something of 
the kind of investigation the Commission has been 
making or instructed the Commission to do it, but in- 
structions to the servant do not contemplate investiga- 
tion by the servant as to the considerations on which 
the master bases his instructions, however foolish the 
master may be. 


And yet we do not see how even this view of the 
matter would enable the Commission to shorten its pro- 
cedure very much. Even admitting that there is an 
agricultural depression and that the Commission has no 
business to investigate the truth of that allegation, it 
must still, before it can revise rates intelligently, inves- 
tigate as to just what commodities are involved in the 
depression and to just what extent each is affected in 
relation to others. Congressman Hoch surely would 
not have the Commission make a flat percentage reduction 
on all agricultural commodities alike? But perhaps he 
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would. No antics of any member of Congress attempt- 
ing to deal with freight rates would surprise us. 


MOTOR VEHICLE REGULATION 

Information set forth in the 1928 edition of “Bus 
Facts,” issued by the bus division of the American Auto- 
mobile Association, is a challenge to the soundness of 
the position taken by opponents of federal regulation of 
the bus in interstate commerce. Statistics contained in 
this pamphlet, published elsewhere in this issue, show 
that there has come into existence a_ transportation 
agency, the regulation of which cannot be long deferred 
_by the federal government unless other transportation 
agencies are to be made the objects of discrimination. 
The motor bus as a transportation facility may be in its 
infancy, as stated in the pamphlet, but it as apparent 
from the statistics that it is a mighty big baby. It 
seems to us, from the figures, that it might be more 
properly classified as a giant. 

The argument is made by opponents of regulation 
that the intrastate operations greatly exceed the inter- 
state operations of bus lines and that, for the most part, 
the intrastate operations are subjected to some sort of 
state regulation, and that, therefore, federal regulation 
is not necessary. We believe that argument to be un- 
sound. The fact that there is widespread regulation of 
the bus in intrastate commerce, it seems to us, is an 
argument for regulation of the bus in interstate com- 
merce. There is a relation between interstate and intra- 
state bus operations that cannot be ignored. The rela- 
tion between interstate and intrastate railroad operations 
is recognized by federal law. It is difficult to see how 
Congress can long ignore this problem. 


MOTOR BUS STATISTICS 


“Motor bus lines in the United States now cover more than 
twice as many miles of route as steam and electric lines com- 
bined and, in addition to supplementing the service of rail lines 
in metropolitan areas, have developed trade and improved the 
standards of living in sections not served by railroads,” says 
the American Automobile Association in announcing the 1928 
edition of “Bus Facts,” the annual publication of the bus divi- 
sion of the association. Continuing, the association says: 


In fact,” it was hardly ten years ago that transportation experts 
sagely nodded their heads when the future of the motor bus was 
discussed and firmly asserted that the bus would never be a com- 
petitor, much less supplant the rail lines. 

However, in this brief period of time—although not supplanting 
the railroads—it has provided a supplemental service that is nation- 
wide, and demanded by every industry; and on short hauls, has 
proven a quick, economical and effective substitute. Only within 
the past year the Interstate Commerce Commission has reported to 
Congress that regulation of interstate bus operation is imperative. 

The fact that there are now 635,609 miles of route covered by 
bus lines as against 297,094 miles of steam and electric lines—a fact 
not very generally known—shows the extent to which the motor bus 
is playing its part in the transportation problems of the nation. 

The tremendous sum paid in taxes by the motor bus companies 
and the vast army of passengers carried are testimonials to the fact 
that the motor bus has assumed a definite re in the transportation 
world and though it has not revolutionized the industry, it at least 
has given rise to new problems to be solved by traffic and regulatory 
experts, and to which Congress is already turning its attention. 

It would be no idle dream to predict that within the next ten 
years the nation will see airplanes furnishing swift service from larger 
centers and fleets of busses working in conjunction with them at land- 
ing fields for the quickest distribution of passengers yet known. 


Among the statistics in “Bus Facts” are the following: 


There are 44,486 busses used in common cartier service. 

There are 35,876. busses used in carrying school children back 
and forth from home to school. 

Total passengers carried by all busses in 1927 were 2,525,000,000. 

= the total passengers, 2,210,000,000 were transported by common 
carriers. 

Total investment in rolling stock, terminals, garages, etc., amounts 
to approximately $500,000,000. 

Total gross revenue of common carrier bus lines in 1927 was 
nearly $313,000,000. 

Taxes paid by motor bus operators in 1927 are estimated at 
$16,000,000. 


Of a total of 85,636 busses operated by 22,611 companies 


Vol. XLI, No. 23 


in the United States on January 1, 1928, 44,486 were in regular 
common carrier operations, according to “Bus Facts.” Thege 
were divided as follows: 


Intrastate carriers, 32,000; interstate carriers, 3,000; electric rajj- 
ways and subsidiaries, 8,492; steam railroads and subsidiaries, 994. 
There were 41,150 non-common carrier busses, divided as follows: 
In_ hotel service, 1,100; in sightseeing and tour service, 2,700: in 
industrial use, 1,150; in use by schools (public and private), 35,800: 
for miscellaneous purposes, including railroad terminal use, 400 


It is pointed out that the bus is now an important factor 
in the field of education in that in 1927 school busses carried 
981,240 children to school each school day over 352,892 miles of 
road to 14,695 schools at a total annual cost of $24,659,598. Con- 
tinuing, the association says: 


The steam railroads, not long ago scoffers at the utility of the 
motor bus as a common carrier, no longer see things in the old 
light. There are now 64 steam railroads using 994 motor busses, 
either directly or through subsidiaries. Electric railways are using 
8,492 busses, whereas in 1923 they only used 1,200. And there are 
— electric railway men who had little faith in the future of the 
us. 


One of the outstanding features of the motor bus industry, as 
brought out by “Bus Facts,”’ is the annual bus mileage, which now 
is about 2,002,000,000 miles. For common carrier busses the bus 
mileage has ascended steadily since 1923 when 1,350,000,000 miles 
were recorded. In 1924 the total was 1,534,000,000; in 1925, 1,687,- 
000,000 miles and in 1926, nearly 1,900,000,000 miles. 


The number of busses operated annually has more than doubled 
since 1923, the booklet shows, there being in 1923 only 40,000 registered. 
A year later the registration had climbed to 52,225, touched 69,425 
in ny reached 80,040 in 1926. Last year saw the number ascend 
to ) 3 


In the matter of comfort for passengers, the motor bus industry 
has made constant improvements. The time when passengers making 
bus trips were forced to huddle in their seats, suffering from cold, 
aggravated by a cramped position, or heat made more irksome by 
dust filtering in from the roadside, is rapidly disappearing. Most 
lines now operate luxurious parlor car service, where the passenger 
can enjoy all the comforts which attend a Pullman car journey. 
Sleeper service has been inaugurated by many lines and all night 
bus travel under comfortable conditions is now an accepted fact. 


Production of bodies for 1927 amounted to 7,791 units. The 
school body type comes first in the production total, with 2,777 
bodies. Second is the parlor and sedan bus, with 2,469. Third comes 
the street car type, with 2,338. Substitution of buses for electric 
street car lines during the year was an important factor in the pro- 
duction of the latter. 


There is no more interesting data given in ‘‘Bus Facts’”’ than the 
compilation of state taxes and fees on motor busses. Taxes levied 
upon the bus in the form of license fees and the gas tax vary greatly 
throughout the different states. A specific type of bus under given 
conditions would pay $394.26 in these taxes in Ohio, and in North 
Carolina, where 6 per cent gross receipts tax is in effect the fee 
would be $1,005.68. In .three states it would be over $1,000; in eight 
others it would be freater than $750; in ten others it would be 
greater than $511.81, which was the average for the United States. 


From the foregoing facts it will be readily seen that the motor 
bus, while still in its infancy, is progressing with enormous strides 
and rapidly gaining favor as a dependable, efficient, and necessary 
utility in the transportation fields. Even experts hesitate to say 
when or at what stage the maximum development of the industry 
will be reached. 


SOUTHWESTERN CLASS RATES 


The Alabama Iron & Steel Shippers’ Conference has asked 
the Commission to reconsider and modify its order in No. 13535, 
Consolidated Southwestern Cases, in so far as the report fixed 
the rates and relationships on iron and steel articles and to 
reopen the case for the taking of further testimony if that be 
necessary for the granting of this petition. Specifically, the 
petitioner asked that the Commission prescribe from Birming- 
ham, Ala., and other producing points in that part of the south, 
rates on iron and steel articles on the same scale as from 
Chicago and other producing points in central territory; or by 
providing a maximum scale from the Alabama producing points 
and, if necessary, a minimum scale from producing points in 
central territory, qualifying finding No. 27 in respect of the 
rates on iron and steel articles in the same way that it had 
qualified on page 406 of the report the rates on articles produced 
and manufactured in the southwest and Kansas-Missouri terri- 
tory, for which, the petition says, important markets were found 
in eastern defined Trunk Line territory. The Alabama interests 
also asked the Commission to revise the groupings of the 
southwestern destinations so that there would be a uniformity 
of the relationships, distance for distance, between the Alabama 
producing points, on the one hand, and producing points in 
Central territory, on the other. 


The Lexington (Ky.) Board of Commerce has filed a peti- 
tion in support of the representations of the Southeastern Asso- 
ciation of Railroad and Utilities Commissioners and the petition 
of the Southern Traffic League. 


The Lloyd Manufacturing Co., Menominee, Mich., Heywood- 
Wakefield Co., Boston, Mass., and the Chamber of Commerce 
of Menominee, have asked for a supplemental order prescribing 
rates on furniture and children’s vehicles from Menominee, 
Mich., to southwestern destinations, not in excess of those ap- 
plicable from St. Paul, Minn., when such rates are made on 
St. Louis, Mo., and not in excess of those from Duluth, Minn., 
when such rates are made on Kansas City, Mo. 
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Current Topics 7 
in Washington 






Anxiety of Executives Believed to Be Warranted.—Among 
those familiar with the adverse effect, actual or potential, on 
the revenues of the railroads caused by the Hoch-Smith resolu- 
tion, barge line expansion, and joint rail-and-water rates beyond 
the control of the Commission, it is believed that there is real 
reason for the anxiety attributed to railroad executives about 
their revenue. That anxiety is reported to have created such 
a state of mind among the executives that they will talk at 
Atlantic City on June 14 about the possibility of bringing about 
something that will line them all up so there will be no more 
wars such as those supposed to exist with respect to lake cargo 
coal rates and rates on steel from Chicago and Pittsburgh to 
California terminals. Whether the executives formally bring up 
the subject or not, the fact, as many see it, is that the railroads 
are now in greater peril than they have been at any time since 
1917. They were so bad off then that President Wilson had 
to take them over so as to save them in condition fit to do 
war work. Inasmuch as no one has ever defined a rate war, 
there probably are those who will question the accuracy of 
the major premise as to the cause of the anxiety. However, 
the iron and steel rate and lake cargo coal rate situations are 
the things that worry the executives. Theoretically, they should 
also worry the shippers, and some of the latter may share the 
anxiety of the railroad presidents. As a rule, shippers do not 
admit the seriousness of any situation with respect to the rail- 
roads until things have reached a critical stage. Every shipper 
hopes to get an adjustment that will make it just a bit easier 
for.him to do business. While, in immediate dollars and cents, 
the lake cargo matter seems the more serious of the two, the 
implication of the iron and steel situation, it is believed, is 
more serious than the coal matter. The implication is that, 
unless the law is changed, every railroad will have to make 
some sort of arrangement with a carrier by water or else betake 
itself from traffic moving into actual or potential competitive 
territory. All allegations made in such a fight as between the 
Illinois Central, on the one hand, and the eastern railroads, 
on the other, experienced men know, are subject to discount. 
Eastern steelmakers assert that the adjustment of rates, which 
the Chicago steel men say is a mere parring of adjustments, 
means their exclusion from the California terminals. If that 
is so, it means that either the eastern carriers will have to 
reduce their local rates to Atlantic ports, a thing unthinkable 
to the minds of eastern traffic executives, or enter into joint 
rate arrangements with independent water lines using the Pan- 
ama Canal on intercoastal traffic. They must be independent 
because the law forbids the railroads to have an interest in 
ships using the canal. Under such an arrangement, it is sug- 
gested, the eastern carriers could make rates the Illinois Central 
could not meet. It is generally admitted that the Commission 
would have jurisdiction over a rate out of which the railroad 
party to it received so little revenue as to show, affirmatively, 
that the railroad could perform its part of the joint undertaking 
only at the expense of other traffic. As a rule, railroads do 
not like to make joint rates with carriers by water, because 
the latter can pull out of the traffic whenever a dollar more 
is to be earned in some other traffic. Such withdrawals leave 
the railroads and the traffic they may have built up on the 
joint rates “out on a limb.” The railroads cannot go where the 
extra dollar beckons. In the old days, the railroads dealt with 
such possible situations by owning or controlling ship lines, 
especially on the Great Lakes and on Chesapeake Bay. Then 
came the Panama Canal act, under which the Commission en- 
tered a divorce decree, not on the application of either the 
railroads or the steamship lines, but on the popular notion that 
such joint ownership was not in the public interest. There are 
few who will say now that the public interest was served by 
the divorce. The two trouble-breeding rate situations, while 
created by the acts of the railroads, were the product of the 
insistence on lower rates by shippers—big ones, of course— 
because the railroads can withstand the assaults of the average 
shippers. Extension of the barge line system, of course, is 
also on the behest of shippers in their quest for lower rates. 
All tend to cut the net revenue of carriers, because the volume 
of traffic is not going upward as fast as the country is growing. 
More efficient use of coal has cut down the volume of that traffic 
and trucks carry freight that otherwise would be hauled by 
the railroads. Railroads cannot reduce their expenses greatly. 
Wages tend to rise and taxes rise. Traffic volume does not rise 
rapidly and naturally. - 





Who Started the Lake Cargo Rate War?—The futility of 
efforts by historians to give an answer that will be accepted. 
by all as to which side started a war, it might be suggested, is 
illustrated by the disagreement that it is suspected will be 
shown over the proposition laid down by W. A. Northcutt, in 
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behalf of the Louisville & Nashville, that a rate war has been 
started by the northern lines.’ The Confederate States alleged 
that the federal government started the war between the states 
by undertaking to relieve forts in Charleston Harbor. Northern 
men insist that the southern states started it by their stopping 
of United States mails and the processes of United States courts 
within the territory of the seceded states. Undoubtedly, ardent 
supporters of the British government would contend, if asked, 
that Massachusetts started the war between the colonies and 
the mother country when they resisted the king’s troops sent 
out from Boston to seize the stores of powder the colonists had 
collected outside of Boston, while, the ardent supporters of the 
colonists would argue that George III started it by quartering 
troops on Englishmen in Boston. Mexico and Spain insist the 
United States started the wars in which they were defeated. 
No one ever admits he started a war, although Bismarck came 
near doing so in his statements about editing or revising the 
Ems dispatch. More time has been wasted, perhaps, in fighting 
about who started the fight than in any other line of human 
endeavor. Perhaps the parties to the so-called lake cargo war 
could save time by agreeing that there was something akin to a 
war in that matter and that something should be done about it. 
However, at this time, it seems probable that there would be a 
considerable dissent from the proposition that there was a rate 
war or anything resembling one. Both sets of railroads, it is 
believed, would be willing to subscribe to a declaration that 
pressure by shippers caused them to make the rates that have 
created the situation. It is further believed that the opposing 
camps of shippers would subscribe to a proposition that, if the 
railroads had done what they should have done, and done it 
on time, there would have been no pressure exerted on them. 
An agreement to which all parties subscribed, it is believed, 
would be much rarer than a whole bunch of June days. 





Smugglers Are Crafty Folk.—‘Free traders” operating be- 
tween the United States and Canada, according to the Treasury 
Department, do a business aggregating between $10,000,000 and 
$20,000,000 a year. A century or more ago smugglers were 
called free traders. They did not believe in paying anything 
into the customs. So serious has become the illegal trade that 
Assistant Secretary Lowman, of the Treasury, held a meeting 
with customs collectors stationed at boundary points between 
Maine and Detroit, at Buffalo this week with a view to devising 
methods for turning the blight of “profitless prosperity” on 
those who specialize in that sort of business. According to 
Mr. Lowman, there is a big traffic in cigarettes, manufactured 
silk, and alcohol from the United States (yes, the United States) 
into Canada. From Canada come diamonds, raw silk, opium, 
and intoxicating liquors, the latter presumably made from the 
illicit alcohol sneaked over into Canada, which has a high tax 
on it. Canadians, a year ago, made a loud complaint about the 
flood of untaxed alcohol coming to their country from the United 
States. Lowman called into his conference railroad secret 
service men, because, he said, the railroads were being used 
by the smugglers. False billing, which must be resorted to, 
is an offense carrying no greater terrors to the malefactors 
than the laws against smuggling. 





Schwab Would Eliminate Cross-Hauling—In one thing, 
friends of Charles M. Schwab, head of the Bethlehem Steel 
Corporation, will probably assert he lives up to his name. 
Addressing the American Iron and Steel Institute, Mr. Schwab 
a few days ago suggested the appointment of a committee to 
do away with the cross-hauling of iron and steel. About every 
two years someone suggests reduction of waste by the abolition 
of cross-hauling. The steel industry is earning less than a fair 
return on the money invested, according to Mr. Schwab, hence 
his suggestion. In the war period the government’s strong arm 
was used to prevent the cross-hauling of coal. Mr. Schwab 
intimated that the steel industry, under government supervision, 
could abolish such waste. It could be done, his suggestion 
seemed to be, by a combination among steel manufacturers so 
that, if a Chicago man gave a Pittsburgh mill an order for steel, 
the Chicago mills would furnish it, the operation being reversed 
when a Pittsburgh man bought steel in Chicago. To transporta- 
tion men the plans for the saving of such waste have been 
regarded as the evidence of great optimism and small informa- 
tion about the determination of humans to compete with each 
other, no matter what the cost. In the language of Schwab’s 
ancestors, a Schwab (pronounced to rhyme with dope), flip- 
pantly speaking, is one who believes in the efficacy of the plan 
to catch larks by putting salt on their tails. A suggestion is 
that Mr. Schwab has achieved a great success in life by doing 
cross-hauling whenever it seemed that thereby he could advance 
the interest of his employer and therefore of himself. 





When Vov Populi, Vox Dei, Falls Down.—The voice of the 
people is the voice of God, according to Commissioner Eastman, 
“so long as the interests of the users of the railroad service 
(Cincinnati Southern) are not adversely affected.” When they 
are adversely affected, it is a fair inference from his concur- 
rence in finance No. 6618, lease of Cincinnati Southern, the 
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Commission steps in with an overruling word. Although he 
was of the opinion that Cincinnati, in making the bargain for 
the extension and modification of the lease, did not make as 
good a one as possible, yet he approved it because “the voters 
of the city have approved the new arrangement and I do not 
believe that it is a part of our duty to interfere with what 
they have done, so long as the users of railroad service are not 
adversely affected.” The concurrence may be taken as a grace- 
ful tribute to democracy. However, it may be suggested, that 
the voice of the people of Cincinnati, in such a matter, carries 
no more weight than the voice of the stockholders in a cor- 
poration. It might be suggested that Cincinnatians voted, in 
the election held on the question of modifying the lease, as 
the owners of the property and not as possessors of so-called 
sovereign rights. They were voting on something that might 
trench on the rights of other voters who were not owners. Vot- 
ing is not ‘a matter of right. It is a franchise or privilege granted 
by the dominant power, whether the power by one man or all 
men. Cincinnatians, it might be suggested, as sovereigns, might 
vote all day and all night from one year’s end to another, to 
build a railroad from Cincinnati to Indianapolis, but a federal 
court would enjoin the men who tried to obey the voice of the 
people of Cincinnati. The court, in that instance, would be 
representing voters who were asserting their rights through 
the dominant power—namely, the United States of America. 
For such a purpose the United States has deprived Cincinnati- 
ans of the power to make what votes they may cast in favor 
of such a scheme of any effect whatever.—A. E. H. 


FARRELL AGAIN APPOINTED 
The Traffic World Washington Bureau 


The President, June 7, issued a commission appointing Pat- 
rick J. Farrell, of the District of Columbia, to be a member of 
the Commission. 

Shortly after announcement was made at the White House, 
of the appointment the President’s commission was was re- 
ceived at the Commission and the oath of office was adminis- 
tered to Mr. Farrell by Secretary McGinty. The material part 
of the President’s commission follows: 

Know ye, that reposing special trust and confidence in the 
integrity and ability of Patrick J. Farrell, of the District of Columbia, 
I do appoint him an interstate commerce commissioner for a term of 
seven years, expiring December 31, 1934, and do authorize and em- 
power him to. execute and fulfil the duties of that office according 
to law, and to have and to hold the said office, with all the powers, 
privileges and emoluments thereunto of right appertaining, unto him 
the said Patrick J. Farrell, during the pleasure of the President of 
the United States, for the time being, and until the end of the next 
session of the Senate of the United States, and no longer. 

When the Senate reconvenes, it will be necessary for the 
President to send to the Senate another nomination for the 
place on the Commission now filled by Mr. Farrell. In view of 
the fact that the President nominated Mr. Farrell and then 
gave him a recess appointment because the Senate failed to 
act on the nomination, it was believed that,the President would 
again nominate Mr. Farrell. In this connection it is pointed 
out that the terms of Commissioners Aitchison and Porter will 
expire December 31, 1928, and that thus the President will have 
three nominations to make at the next session of the Senate. 

Commissioner Farrell, in the circumstances of his appoint- 
ment, will have to serve without pay until his appointment is 
confirmed by the Senate. If the appointment is not confirmed, 
he will be paid for his services by a special appropriation, if 
the course that has been followed in similar cases heretofore 
is adhered to. 

Out of a total of approximately 45 Commission cases that 
were carried to the Supreme Court of the United States since 
1906, in which Mr. Farrell appeared for the Commission before 
the highest court, only nine were decided adversely to his con- 
tentions. 

It is understood that President Coolidge appointed Mr. Far- 
rell because of recognition of the fact that the vacancy should 
be filled by an experienced man who could at once assume fully 
the duties of former Commissioner Esch. 

Objection to action on the nomination of Mr. Farrell was 
made in the Senate, it is understood, by Senator Reed, of Penn- 
sylvania, and others. Southern Democrats in the Senate were 
said to have had doubts about confirming Mr. Farrell, a ‘Ver- 
mont Democrat,” because that action might prevent them later 
from obtaining appointment of a Southern Democrat to the 
Commission. Senator Reed was said to have taken the posi- 
tion that some one from Pennsylvania should have been ap- 
pointed. 

The office of chief counsel of the Commission became vacant 
when Mr. Farrell took the oath of office as a commissioner. 
Daniel W. Knowlton is senior assistant chief counsel and J. 
Stanley Payne is junior assistant chief counsel. 


RATE WARS CAUSE ANXIETY 


The Traffic World Washington Bureau 


Railroad executives are expected to devote an unusual 
amount of attention to the question of how to stop rate wars 
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among themselves at the spring meeting of the Association of 
Railway Executives to be begun at Atlantic City June 14. The 
lake cargo coal situation is deemed a rate war already -in 
existence. The situation caused by the refusal of the Commis. 
sion to suspend the Illinois Central tariff establishing rail-angq. 
ocean rates from its territory via New Orleans to California 
terminals is regarded as potentially more dangerous than the 
war about coal rates. 


In the matter of the coal rates the Commission was made 
powerless to prevent what it deemed the beginning of a rate 
war by the injunction of the three-judge court in West Virginia 
forbidding the enforcement of its order requiring the cap. 
cellation of the 20-cent reduction proposed by the railroads 
serving the southern mines. 


Nothing has been made public as to why the Commission 
refused to suspend the Illinois Central tariff. It is understood 
among those who followed that matter that it found that the 
Illinois Central would obtain compensation for its service jp 
carrying traffic to New Orleans that could not be condemned 
as imposing a burden on other traffic. It is further understood, 
too, that the Commission, in examining the tariffs, did not 
overlook the fact that they provided joint rates in which a 
carrier by water is a party. Over such rates its jurisdiction is 
confined to the prescription of maximum rates. 


Demand by eastern shippers, particularly by the largest 
units in the iron and steel making industry, for reductions in 
rates to Atlantic ports, from eastern mills, to offset same of 
the cut, if not all, made in the competitive rates from Chicago, 
using that as a typical point, is believed to have stirred the 
executives of eastern carriers to the point of determining to 
take up the subject in the forthcoming meeting at Atlantic 
City. This is not to say that the executives have been in. 
different in either the lake cargo or steel matters. On the con- 
trary, they tried in the coal case to get all concerned into a 
compromise meeting at Cincinnati on May 3. They failed 
in that as they failed in the matter of the Illinois Central-Red- 
wood Line rates to California terminals. 


Eastern lines protested the Illinois Central tariffs. Before 
that they used all the arguments they knew to persuade the 
Illinois Central to stay out of the arrangement. Those facts 
were set forth in the protests and answers on which the Com- 
mission acted when it refused to suspend the Illinois Central 
tariff. 


The task of the eastern and northern executives, whether 
they take up the subject at Atlantic City or some other place, 
it is believed, will be to find some argument or threat that will 
bring into what they think is the proper line of conduct the 
executives of the railroads serving the southern operators and 
the Illinois Central. The arguments they have used up to this 
time have not kept those roads in harmony with the views of 
the eastern railroads. 


SUSPENDED TARIFFS 


In I.°and S. No. 3117, the Commission has suspended from 
June 7, until January 7 schedules as published in supplement 
No. 19 to Johanson’s I. C. C. No. 1924. The suspended schedules 
propose to eliminate the following routes on stock, carloads, 
from Texas points to destinations in central and western ter- 
ritories, viz.: , 


From St. L. B. & M. stations to or beyond M.-K.-T. points, via 
St. L. B. & M., Sinton, Tex., G. H. S. A., Waco, Texas, M.-K.-T.; 
via St. L. B. & M., Odem, Tex., S. A. U. & G., San Antonio, M.-K.-T. 
From S. A. U. & G. stations to or beyond C. R. I. & P. points. 
eet ao & G., San Antonio, Tex., M.-K.-T. lines, Kansas City, 


The proposed changes would result in the application of 
higher combination rates over the routes in question. 


In I. and S. No. 3115, the Commission has suspended from 
June 1 until January 1 schedules as published in the following 
tariffs issued by J. E. Johanson, agent: Supplement No. 33 
to I. C. C. No. 1902; supplement No. 5 to I. C. C. No. 2019. The 
suspended schedules propose to cancel routing via M. K. T. of 
T. and S. P. lines between Ft. Worth and Dallas, Tex., on the 
one hand, and San Antonio and Houston, Tex., on the other, in 
connection with grain moving between C. R. I. & P. points in 
Arkansas, Kansas, and other states, and points on certain short 
lines of the M. P. system in south Texas. 


In I. and S. No. 3116, the Commission has suspended from 
June 5 until January 5 schedules as published in Speiden’s I. C. C. 
No. 1158.’ The suspended schedules propose to extend the ap- 
plication of the scale of charges now provided for policing 
shipments of alcoholic liquors, less carloads, between stations 
on the Louisville & Nashville, Illinois Central, Mobile & Ohio, 
and several other southern lines, to apply over numerous other 
lines in Southern Classification territory. These charges, 
which are assessed in addition to the regularly applicable freight 
charges, range from $10 per shipment for distances of 100 miles 
and under, up to $46 per shipment for a distance of 1,000 miles. 
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JACKSONVILLE ADJUSTMENT 


The Commission, by division 3, has dismissed No. 16233, 
Jacksonville (Fla.) Traffic Bureau vs. Alabama & Vicksburg et 
al., a case asking for new rates and reparation on account of 
the maladjustment of class rates and certain commodity rates 
from points north of the Ohio and west of the Mississippi, re- 
sulting from the revision of class rates by the Georgia commis- 
sion in 1923 and the efforts of the railroads to accommodate 
their rates to the new level caused by the action of Georgia. 
One of their efforts resulted in rates to Palatka, Fla., lower 
than those to Jacksonville, the latter being the shorter distance 


oint. : 
. Broadly speaking, the Commission found, as alleged by the 
complainant, that the resulting rates were unduly prejudicial 
to Jacksonville, in violation of the fourth section, but not un- 
reasonable. It found that no damage had been proved to have 
resulted from the undue prejudice or from the violations of 
the fourth section. Therefore reparation was denied. The 
present rates were found not unreasonable or unduly prejudi- 
cial. In disposing of the case, the Commission said: 


It is true that the fourth section violations at Jacksonville were 
unwarranted and resulted in undue prejudice to shippers and receivers 
of freight at that point and undue preference of receivers and ship- 
pers of freight at Palatka, with whom it was shown Jacksonville mer- 
chants were in competition, yet the evidence of record does not, how- 
ever, show that Jacksonville merchants were actually damaged by 
reason thereof. 

The class rates from points in central, western and Buffalo-Pitts- 
burgh territories to Jacksonville proper were before us in No. 13494, 
and in that proceeding reasonable rates for the future have been pre- 
scribed, 100 I. C. C. 513; 109 I. C. C. 300; 113 I. C. C. 200. The undue 
prejudice against Jacksonville in favor of Palatka has been removed, 
and the class rates assailed as a whole to Jacksonville proper have 
not been shown to be unreasonable. 

The commodity rates to Jacksonville proper on automobiles were 
in the same situation as the class rates from central and western 
territories. They have been shown to have been in violation of the 
fourth section and unduly prejudicial as compared with the rates 
to Palatka during stated periods, but not unreasonable. There is no 
proof of damage by reason of such fourth section violations or undue 
prejudice. With respect to the rates on iron and steel articles from 
Buffalo-Pittsburgh territory to Jacksonville and the rates on cyanamid 
from Niagara Falls to Jacksonville, the evidence does not show that 
the rates on those commodities to Jacksonville are unreasonable, and 
such rates are not alleged to have been unduly prejudical to Jack- 
sonville and unduly preferential of the Gulf ports. 

We find that the rates assailed were not unreasonable in the 
past, but that the class rates and the rates on automobiles, in carloads, 
from points north and west of the Ohio and Mississippi_ rivers 
and on traffic transported through the Gulf ports and the Virginia 
cities to Jacksonville, Fla., were unduly prejudicial to Jacksonville 
and unduly preferential of Palatka, Fla., to the extent they exceeded 
the rates to Palatka, and were in violation of the long-and-short- 
haul clause of section 4 of the interstate commerce act, during the 
following-named periods: 

(a) Class rates from central and western territories from October 
17, 1923, to November 9, 1924, inclusive. 

(b) Class rates from Buffalo-Pittsburgh territory from February 
21, 1924, to December 14, 1924, inclusive. 

(c) Rates on automobiles, in carloads, from central and western 
territories from March 1, 1924, to November 9, 1924, inclusive. 

As no damage has been proved to have resulted from the undue 
agp veneer found to exist or from the violations of section 4, reparation 
is denied. 

We further find that the present class rates and the rates on 
automobiles, in carloads, from the territories above described to 
— are not unreasonable, unduly prejudicial or in violation of 
section \ 

We further find that -the rates on cyanamid, in carloads, from 
Niagara Falls, Ont., to Jacksonville and the rates on iron and steel 
articles, in carloads, from Buffalo, N. Y., and Pittsburgh, Pa., and 
points taking the same rates, to Jacksonville, have not been shown 
to be unreasonable. 


FERTILIZER COMMODITY RATES 


The Commission, by division 3, has dismissed No. 18963, 
American Agricultural Chemical Company vs. Abilene & South- 
ern et al., on a finding that the commodity rates in the past, 
on fertilizer and fertilizer compounds, carloads, from National 
Stock Yards, East St. Louis, Ill., to points in northeastern 
Texas were not unreasonable. The complainant contended the 
rates were unreasonable and unduly prejudicial to the extent 
they exceeded the rates prescribed in No. 9702, the Memphis- 
Southwestern case, the basis of rates from Shreveport, La., a 
point where the complainant encountered competition. 

In disposing of the complaint the Commission called atten- 
tion to the fact that since the hearing it had prescribed a new 
basis of rates in and into the southwest, including rates on 
fertilizer and fertilizer compounds, somewhat higher than the 
No. 9702 rates. In view of that increase, it said, it was clear 
that the No. 9702 scale could not be taken as the measure of 
reasonable rates, maximum, on fertilizers in the southwest. 
Further, it said that revision was not a proper standard with 
which to test rates in the past, for it was a general revision 
embracing both increases and reductions. It concluded that no 
reparation was warranted. It further said that the present 
record was not convincing that the rates therein prescribed 





. Angelo, Texas, was not unreasonable. 


would not be proper for future application on the traffic in 
question. Therefore it said no finding for the future was deemed 
necessary. 

Commissioner Porter dissented, describing the conclusion 
that because the Southwestern Class Rate adjustment caused 
both reductions and increases no reparation should be allowed 
in this case, as a non sequitur. His idea was that the com- 
plainant was entitled to reparation on the theory that the rates 
it paid were unreasonable and excessive under any of the ad- 
justments discussed in the report. He cited in support of that, 
King & Co. vs. N. C. & St. L., 52 I. C. C. 481. 


COTTONSEED RATE 


The Commission, by division 3, has dismissed No. 18403, 
San Angelo Cotton Oil Co. et al. vs. Arizona Eastern et al., on a 
finding that the rate charged on 17 carloads of cottonseed, 
shipped prior to August 20, 1925, from Safford, Ariz., to San 
The Commission said 
the record was not convincing that the rate assailed, a com- 
bination of 67.5 cents, was unreasonable for application on the 
shipments considered. In Oklahoma Corporation Commission vs. 
A. & S. 98 I. C. C. 183, a scale was prescribed which resulted 
in a rate of 50 cents. The complainant sought reparation to 
that basis. 

In disposing of this case the Commission said reparation 
was not awarded in that case nor was the scale made the meas- 
ure of past unreasonableness of the rates from Arizona to Texas. 

In a dissent, Commissioner Porter said that the majority 
report made reference to the fact that in that case reparation 
was not awarded on traffic from Arizona but he observed there 
was no prayer for reparation on such shipments. Reparation, 
however, was awarded on shipments from Oklahoma. He said 
the report contained no convincing reason why this particular 
complainant was not entitled to reparation “just as were the 
shippers from Oklahoma,” who, in another part of his dissent, 
he pointed out,-asked for reparation. He said the majority 
report was wholly inconsistent with findings in cases cited by 
him and that he could not go with it. 


APPLE RATES PRESCRIBED 


The Commission, by division 3, in No. 18492, Flory & Albers 
et al. vs. Santa Fe et al., has found not unreasonable in the 
past, but unreasonable for the future, the rates on apples from 
points on the Roswell branch of the Santa Fe in New Mexico 
to points in Texas common point territory. The Roswell branch 
extends from Clovis to Artesia, N. M. The order requires the 
revision of the rates, not later than July 25, to the basis shown 
in Consolidated Southwestern Cases, 123 I. C. C. 203, in accord- 
ance with the following findings: 


We find that the rate assailed from Artesia and each point of 
origin north thereof was not unreasonable, but that it is, and for 
the future will be, unreasonable to the extent that it exceeds, or 
may exceed, the rate shown in Column 35, Appendix 13, of the Con- 
solidated Southwestern Cases, by application to that column of the 
sum of (1) the Column 100 rate prescribed therein in the southwestern 
seale for the total distance from each point of origin to each destina- 
tion, and (2) the Column 100 Texas-Oklahoma differential prescribed 
therein for the distance that the shipments move from each point of 
origin in New Mexico to the eastern border of Texas differential 
territory. The Column 100 rates and differentials referred to appear 
in Appendix 18, pages 477 and: 478, in the case cited. 

In computing distances under the foregoing findings the shortest 
route over which carload traffic can be moved without transfer of 
lading should be used. If desired, group rates may be established 
in lieu of point-to-point rates in harmony with the principles an- 
nounced in Consolidated Southwestern Cases. In computing group 
rates the distance from South Springs may be used as the average 
distance from all the points of origin. Defendants may file applica- 
tions for such relief from the long-and-short-haul provisions of the 
fourth section as they may require in connection with the rates pre- 
scribed. 


Chairman Campbell concurred in the findings as to rates 
for the future, but he said he was convinced that the rates 
from Artesia and points of origin north of that point should also 
have been found unreasonable in the past and reparation 
awarded. 


EVAPORATED MILK RATES 


The Commission, by division 3, has dismissed No. 17490, 
Fred C. Mansfield Co. vs. Chicago & North Western et al., on 
further consideration. It has affirmed the findings in the origi- 
nal report, 139 I. C. C. 249, that the rates charged on carldad 
shipments of evaporated milk, in cans, from Johnson Creek, 
Wis., to various destinations in Eastern Trunk Line territory 
and New England were applicable and not unreasonable or 
unduly prejudicial. It has reversed the former finding that the 
rates were not in violation of the fourth section, but has found 
that the complainant has not proved damage as a result of that 
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violation. The violation found was of the long-and-short-haul 
part of the fourth section. The rates in question were those 
in effect prior to September 29, 1925. 


COMMISSION ORDERS 


No. 20613, Anchor Coal Co. et al. vs. Alton & Southern et 
al. Breese-Trenton Mining Co., Ralston Purina Co., American 
Stove Co. (Quick Meal Stove Co. Div.), Bridge & Beach Mfg. Co., 
Checkerboard Elevator Co., Asphalt Distributing Co., and Uff- 
mann Coal & Teaming Co. permitted to intervene. 

No. 20974, Cushnoc Paper Corp. et al. vs. Akron, Canton 
& Youngstown et al. American Newspaper Publishers’ Assn. 
and The Traffic Bureau of Nashville permitted to intervene. 

No. 20844, Sub. 1, Kingman & Everett, Inc., et al. vs. Ala- 
bama Great Southern et al. Parker Grocery Co. and Moreland- 
Jones Co. permitted to intervene. 

Finance No. 6792, in the matter of the application of the 
Mississippi River Western for certificate to construct a line of 
railroad from Stoffles Landing to Wilson, in Mississippi County, 
Ark. St. Louis-San Francisco permitted to intervene. 

No. 20666, Fishback Co. et al. vs. Big Four et al. The com- 
plaint herein is dismissed as to the Missouri Pacific. 

Finance No. 6605, in the matter of the application of the 
Texas-New Mexico for a certificate of public convenience and 
necessity authorizing it to construct and operate a line of rail- 
road in Ward and Winkler counties, Texas. The Gulf Pro- 
duction Co., The Magnolia Petroleum Co., Southern Crude Oil 
Purchasing Co., Southern Pipe Line Co., and Roxana Petroleum 
Corp. permitted to intervene. 

No. 20677, Escanaba Paper Co. et al. vs. Abilene & Southern 
et al., No. 20817, Minnesota & Ontario Paper Co. et al. vs. 
Missouri Pacific et al., and No. 20917, ‘Wisconsin Paper & Pulp 
Manufacturers’ Traffic Assn. vs. Chicago & North Western et al. 
Itasca Paper Co. permitted to intervene. 

No. 20509, White Eagle Oil & Refining Co. et al. vs. Great 
Northern et al. The Chamber of Commerce of Fargo, N. D., 
permitted to intervene. 

No. 20821, Oklahoma Portland Cement Co. vs. Santa Fe et 
al. Southwestern Portland Cement Co. permitted to intervene. 

‘No. 20293, Texas Wheat Growers Assn. et al. vs. Southern 
Pacific et al. Wilson Co.; Floersheim Mercantile Co.; Mes- 
quero Elevator Co.; D. C. Daniels, and Maxwell & Hillyer Grain 
Co. permitted to intervene. 

No. 20929, Castanea, Paper Co. et al. vs. Atlantic Coast 
Line et al. The Champion Fibre Co. and The Champion Coated 
Paper Co. permitted to intervene. 


No. 20099, International Paper Co. et al. vs. Akron, Canton 
& Youngstown et al., No. 20690, St. Regis Paper Co. et al. vs. 
Alabama Great Southern et al., and No. 20800, Wisconsin Paper 
& Pulp Manufacturers Traffic Assn. vs. Chicago and North 
Western et al. Traffic Bureau of Nashville permitted to in- 
tervene. 


No. 17358 (and Sub. Nos. 1 to 3, incl.), Higginbotham-Bart- 
lett Co., Inc., et al. vs. Abilene & Southern et al., No. 17208, 
Oklahoma Sash & Door Co. et al. vs. Same, No. 17123, Benson 
Brothers Lumber Co. et al. vs. Same, No. 16637 (and Sub. Nos. 
1 and 2), Newton Lumber & Manufacturing Co. vs. Rock Island 
et al., and No. 11864, Oklahoma Paper Co. et al. vs. Director- 
General, as Agent, et al. Proceedings reopened for reconsid- 
eration, with exception of No. 11864, which petition of com- 
plainant is denied. 

Ng. 17517, Rates on chert, clay, sand and gravel within the 
state of Georgia, and cases grouped therewith. The order en- 
tered in these proceedings on March 5, 1928, which was by its 
terms made effective on July 2, 1928, has been modified so that 
it will become effective on August 2, 1928, instead. 

No. 16258, the Grand Island Chamber of Commerce vs. Bur- 
lington et al. Complainant’s petition for rehearing and for in- 
definite postponement of effective date of order entered therein, 
- is denied, in so far as it requests postponement of effective date 
of order. 

No. 18212, Meridian Traffic Bureau vs. Columbus & Green- 
ville et al. The order entered in this proceeding on December 
6, 1927, which was by its terms made effective March 10, 1928, 
on five days’ notice, and subsequently modified so as to become 
effective on June 10, 1928, has been further modified so that 
it will become effective on July 10, 1928. 


No. 15006, rates and charges on anthracite coal. Buffalo, 
Rochester & Pittsburgh authorized to file rates on bituminous 
coal from origin points named in its I. C. C. No. 791 and I. C. C. 
No. 8168, to Portsmouth, Berlin and Groveton, N. H., required by 
supplemental order No. 29, on not less than five days’ notice 
instead of not less than fifteen days’ notice, this authority peing 
contained in supplemental order No. 33. 

No. 20974, Cushnoc Paper Corp. et al. vs. Akron, Canton & 
Youngstown et al. Wisconsin Paper and Pulp Manufacturers’ 
Traffic Assn. and Lexington Board of Commerce permitted to 
intervene. 

No. 20993, Memphis Freight Bureau et al. vs. Arkansas et al. 
Little Rock Chamber of Commerce permitted to intervene. 

No. 20806, Frank R. Gooding et al. vs. Oregon Short Line 
et al. Los Angeles Chamber of Commerce permitted to inter- 
vene. 
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No. 19532, National School Equipment Co. et al. vs. Santa 
Fe et al. Complaint dismissed upon motion by counsel from 
complainants. 

No. 18955, North American Creamery Co. vs. American 
Creamery Co. vs. American Railway Express Co. et al. The 
proceeding has been reopened for further hearing solely for 
the purpose of determining the routes over which the rates 
prescribed in the order entered herein on December 23, 1927 
shall apply. 


PETITIONS FOR REHEARING, ETC. 


No. 19101, Jackson Traffic Bureau for Betta Feed Mills, Inc., 
vs. Alabama & Vicksburg et al. Complainant asks for rehearing, 

No. 17096, William F. Allen & Co. et al. vs. Baltimore, 
Chesapeake & Atlantic et al. Complainants ask for reargument. 

No. 19292 and Sub. No. 1, Peninsula Produce Exchange ys, 
the Pennsylvania et al. Complainant asks Commission for re. 
argument. 

No. 15900, Security Cement & Lime Co. vs. Aberdeen & 
Rockfish et al. Defendants ask for reconsideration on question 
of reparation. 

No. 18843, A. C. Ochs Brick and Tile Co. et al. vs. Chicago 
& North Western et al. Complainants ask for further hearing 
concerning rates on drain tile. 

Agents J. E. Tilford, B. T. Jones, C. W. Galligan and W. §. 
Curlett have filed petition for modification of fourth section 
orders Nos. 9200 and 9700, affecting rates on packing-house prod- 
ucts, fresh meats, lard substitutes and cooking oils, same being 
filed in fourth section application No. 13235. 

Agents J. E. Tilford, B. T. Jones, C. W. Galligan and W. §. 
Curlett have filed petition for modification of fourth section 
orders Nos. 9200 and 9700, affecting rates on paper and paper 
articles, same being filed in fourth section application No. 13235. 

No. 17159, and Sub. Nos. 1 to 5, inclusive, Southern Kansas 
Grain and Grain Products Association vs. Rock Island et al. 
and I. and S. 2420, transit at Kansas City, Mo.-Kan., on grain 
and grain products. Complainant has asked for the entry of 
an appropriate order in this proceeding. 

I. and S. No. 3031, salt from Louisiana producing points to 
Philadelphia, Pa., routed via Houston, Texas, and Southern 
Steamship Co. Protesting Eastern trunk lines ask for argu- 
ment and reconsideration. 

No. 16699, Crerar Clinch Coal Co. vs. Ann Arbor et al. The 
complainant asks for rehearing and reconsideration, upon the 
record submitted, by the full commission. 

No. 17517, and related cases, rates on chert, clay, sand and 
gravel within the state of Georgia. J. E. Tilford, for and on 
behalf of: carriers parties to the Commission’s order in this pro- 
ceeding, has asked for postponement for a period of 60 days, 
the effective date of the Commission’s order in these cases. 

No. 18183, Rates on bituminous coal from points in Illinois 
to East St. Louis, Ill., switching district, No. 17994, Perry Coal 
Co. et al. vs. Alton & Southern et al., No. 17994, Sub. 1, Illinois 
Coal Traffic Bureau vs. Alton & Southern et al., and No. 18268, 
St. Louis Chamber of Commerce vs. Alton & Southern et al. 
Illinois Coal Traffic Bureau asks for reopening, rehearing and 
reconsideration; also postponement of effective date of order 
of Commission. 

No. 18291, Layton & Layton, Inc., vs. Pennsylvania et al. 
Defendants ask for modification of order entered therein in so 
far as the same provides for payment of reparation. 

No. 17666, T. H. Wright, doing business under the fictitious 
name of T. H. Wright Mercantile Co., vs. Trona Railway et al. 
Defendants ask for reconsideration and reargument before whole 
Commission. 

No. 15928, Lobman, Moog & Co. et al. vs. Milwaukee et al. 
Southeastern carriers named as defendants herein petition for 
postponement of effective date of order. 

No. 17159, Southern Kansas Grain & Grain Products Assn. 
vs. Rock Island et al. and I. and S. 2420, transit at Kansas 
City, Mo.-Kan., on grain and grain products. Board of Trade 
of Kansas City, Mo., intervener, has asked for modification of 
decision or for rehearing. 

No. 18366, Muscle Shoals Traffic Bureau vs. Abilene & 
Southern et al. Defendants ask for reconsideration on ques- 
tion of reparation. 

No. 18924, New River Coal Operators Assn. et al. vs. Ches- 
apeake & Ohio et al. Complainants, and Castner, Curran and 
Bullitt, Inc., intervener, ask for rehearing and reconsideration 
and reargument. 

I. & S. 2988, cement, in carloads, from Linwood, Ia., to 
points in Illinois. Respondents, Rock Island and Milwaukee, 
ask for rehearing and/or reconsideration and/or oral argument. 


CHANGE IN DOCKET 


Hearing in dockets 20572, The Celotex Company against 
the A. C. & Y. and others, and 17544, The Celotex Company 
against the A. C. & Y. and others (further hearing), set for 
June 4 at Chicago before Examiner Kerwin, was cancelled. 

Hearing in No. 19771 (and Sub. No. 1), Norfolk-Portsmouth 
Freight Traffic Association vs. A. & R. R. R. et al., assigned 
for June 6, at Norfolk, Va., before Examiner Berry, was post- 
poned to a date to be hereafter fixed. 
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SPECIAL REFRIGERATOR CHARGES 


Attorney-Examiner W. A. Disque, in No. 19688, Fruit Dis- 
patch Co. et al. vs. Aberdeen & Rockfish et al., has recom- 
mended that the Commission condemn, as not justified, the 
special charges for the use of refrigerator cars for interstate 
shipments of bananas and coconuts, carloads, from south At- 
lantic ports and Tampa, Fla. He said the finding of non- 
justification should be without prejudice to the carriers’ right 
to increase their line-haul rates if they are not up to a reason- 
able maximum level. He said reparation should be awarded. 

Proposed schedules, some filed to clarify the present sched- 
ules naming the special charges, and other contemplating 
like charges for application south of Jacksonville and other 
Florida basing points on the same kind of traffic from points 
peyond should be found not justified, the schedules ordered 
cancelled and the proceeding discontinued, said he. 

Disque said the Commission should find justified the special 

charge for the use of refrigerator cars for interstate shipments 
of fresh fish and other sea foods, carloads, from Morehead and 
Beaufort, N. C., and dismiss the formal complaint on that 
ubject. 
‘ "The report covers a sub-number, Jacksonville (Fla.) Traffic 
Bureau, Inc., et al. vs. Seaboard Air Line et al.; another sub- 
number, Carolina Shippers’ Association, Inc., vs. Norfolk South- 
ern; and I. and S. No. 2945, charges for the use of refrigerator 
cars for shipments of bananas and coconuts. 

These cases, Disque said, concerned the charges made or 
proposed to be made, in addition to the line-haul rates, by 
specified southeastern carriers for furnishing refrigerator cars 
for the perishable commodities mentioned. He said the charges 
were not refrigeration or icing charges, but merely charges 
for the use of the equipment. 


As to the charge for the perishable fruits mentioned, Disque, 
after discussing the law duty of a carrier to furnish suitable 
equipment, said that refrigerator cars were reasonably neces- 
sary for the carload banana traffic, in which is included the 
coconut traffic. He said the furnishing of such equipment was 
a part of defendants’ transportation duty and was legally pre- 
sumed to be contemplated by the line-haul rate. Therefore, 
he said, the special charges on banana and coconut traffic were 
not justified. He said their imposition was, is, and for the 
future would be unlawful and unreasonable. As to whether 
the line-haul rates were up to a reasonable maximum level, 
and, therefore, sufficiently remunerative to cover the cost of 
furnishing refrigerator cars, he proposed that the Commission 
say it could not say. Therefore, he suggested a finding with- 
out prejudice to the carriers’ right to increase their rates, if 
they were less than reasonable maxima. He said reparation 
should be awarded the Jacksonville complainants who alleged 
the charges were illegal in addition to being unreasonable and 
unduly prejudicial. The claim for reparation, Disque said, made 
in the original or title case, was withdrawn at the hearing. 


As to the special charge of $12.50 per car on refrigerators 
furnished by the Norfolk Southern for shipments of fish from 
Morehead City and Beaufort, Disque said it had been shown 
that refrigerator cars had not been so generally furnished or 
generally so reasonably necessary as to warrant the conclu- 
sion that the service of furnishing them was legally presumed 
to be contemplated by the line-haul rates. Moreover, he said, 
it appeared preferable, as a practical matter, on this traffic, to 
provide for compensation by a special charge. He said that 
if the compensation were included in the line-haul rate, it 
would be paid on all shipments, resulting in discrimination 
against those that did not reasonably require refrigerator cars, 
whereas if stated as a special charge it would apply only where 
the shipper elected to use a refrigerator car. Furthermore, he 
said, it would serve as a penalty for the waste of such equip- 
ment. He said that it was true that all the traffic from More- 
head City and Beaufort, in 1927, moved in refrigerator cars, 
that there was a special charge therefor universally applied, 
that its imposition was not discriminatory and that it saved 
no equipment but that there were strong indications that with 
respect to a large amount of other fresh fish traffic the same 
would not be true. Disque said that it would seem that the 
special charge would be preferred by the shippers, since it 
would not apply to all shipments, and, as a penalty, it would 
tend to a better supply of refrigerator cars for the shipments 
that really needed them. 


PEACH AND POTATO RATES 


In a proposed report in No. 19287, Caruso, Rinella, Battaglia 
Co., Inc., vs. Seaboard Air Line et al., Examiner A. J. Sullivan 
has recommended that the Commission prescribe the basis of 
interstate rates prescribed in Georgia Peach Growers’ Exchange 


Proposed Reports in I. C. C. Cases 
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vs. A. G. S., 139 I. C. C. 148, on fresh peaches, carloads, from 
points in Georgia and the Carolinas to destinations in Official 
and Southern Classification territories, on the peaches involved 
in this complaint, to Pittsburgh and points in New York. He 
said reparation should be denied and that no order for the 
future was necessary. 

As to rates on potatoes involved in this case, he said the 
Commission should find unreasonable but not otherwise un- 
lawful, those from points in Virginia and North Carolina to 
points in New York to the extent they exceeded or may ex- 
ceed a long list of which the following seem to be illustrative: 
Fentress, Va., to Binghamton, N. Y., 38.5 cents; Butts, Va., to 
Oneonta, N. Y., 37.5 cents; Hickory Ground, Va., to Syracuse, 
N. Y., 40.5 cents; Northwest, Va., to Schenectady, N. Y., 42.5 
cents; Butts, Va., to Saratoga Springs, N. Y., 43 cents; Pungo, 
Va., to Oneonta, 43.5 cents; Norfolk, Va., to Troy, N. Y., 44.5 
cents; Back Bay, Va., to Binghamton, 45 cents; Scott Siding, 
N. C., to Binghamton, 46 cents; Scott Siding to Troy, N. Y., 
47.5 cents; Camden, N. C., to Troy,-48.5 cents; Belhaven, N. C., 
to Binghamton, 50 cents; Butts to Malone, N. Y., 52 cents; and 
Barnett’s Creek, N. C., to Binghamton, 52.5 cents. The 46 and 
50 cent rates to apply to a large number of points; the other 
rates to a smaller number. 

This report covers three sub-numbers, Same Vs. Same; 
No. 19565 and six sub-numbers, Same vs. Southern et al.; and 
No. ~— and seven sub-numbers,’Same vs. Norfolk Southern 
et al. 


STONEWARE AND FLOWER POTS 


Dismissal has been recommended by Examiner W. K. Berry- 
man in No. 20393, Capital City Stoneware Co. vs. Pennsylvania, 
on a finding that the rate on a carload of stoneware and flower 
pots from Roseville, O., to Gary, Ind., is not shown to be un- 
reasonable or otherwise unlawful. 


RATE ON WINDOW SHADE CLOTH 


Examiner Albert A. Mattson in No. 20451, Western Shade 
Cloth Company of New York vs. Canadian National et al., has 
recommended dismissal on a finding that the any-quantity rate 
charged on window shade cloth, plain, uncut and undecorated, 
in boxes and rolls wrapped in paper, from Chicago, IIll., to Buf- 
falo, N. Y., was applicable and not unreasonable. 


RATES ON THEATER CHAIRS 


- An award of reparation has been recommended by Examiner 
Paul A. Colvin in No. 19941, Heywood-Wakefield Co. vs. Chi- 
cago, Milwaukee & St. Paul et al., embracing also a sub-number, 
Same vs. C. & N. W., on a finding that the rating and rates on 
four carloads of theater chairs, knocked down flat, from Chicago, 
Ill., to Janesville, Whitewater, Jefferson and Madison, Wis., were 
unreasonable to the extent they exceeded the contemporaneous 
Rule 26 rating and rates. 


REPARATION ON PINE LUMBER 


Examiner L. A. Pyle has recommended an award of repara- 
tion in No. 20223, Keasby & Mattison Co. vs. Atlantic Coast Line 
et al., on a finding that rates charged on pine lumber from points 
in North and South Carolina to Ambler, Pa., were unreasonable 
to the extent they exceeded the rates contemporaneously in 
effect to Philadelphia by more than 1 cent. Charges were col- 
lected at rates which were 3 cent shigher than those in effect to 
Philadelphia. 


RATES ON CORE SAND 


In No. 20428, Saco-Lowell Shops vs. New Haven et al., Exam- 
iner R. J. Olentine has recommended that rates on core sand 
from Davisville and Bellefonte, R. I., to Biddeford, Me., be found 
unreasonable for the past, present and future to the extent they 
exceeded, exceed or may exceed 11 cents from Davisville and 10.5 
cents from Bellefonte, per 100 pounds, and that reparation be 
awarded. ; 


REPARATION ON OATS 
An award of reparation has been recommended by Examiner 
Albert A. Mattson in No. 20480, C. D. Williams vs. Chicago & 
North Western et al., on a finding that the rate charged on a 
carload of oats from Mission Hill, S. D., stored in transit at 
Sioux City, Ia., and reforwarded to Lubbock, Tex., was unrea- 
sonable to the extent it exceeded 60 cents. 


REPARATION ON SALT 


In No. 20044, Plunkett-Jarrell Grocer Co. et al. vs. Santa Fe 
et al., Examiner John Davey, following salt between western 
and southwestern points, 120 I. C. C. 91, has recommended an 
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award of reparation on a finding that rates on salt, carloads, 
from Kanopolis and Hutchinson, Kan., to destinations in Arkan- 
sas, were unreasonable but not otherwise unlawful. He said 
the Commission should find that the rate from Kanopolis to Rus- 
sellville, Ark., was unreasonable to the extent it exceeded 27 
cents, and that the rates from Hutchinson to Ola, Russellville, 
Searcy and Heber Springs, Ark., were unreasonable to the extent 
they exceeded 26.5, 26, 27.5 and 27 cents, respectively. 


RATE ON PAPER BOXES 


Examiner W. A. Hill in No. 20032, Loose-Wiles Biscuit Co. 
vs. Minneapolis & St. Louis et al., has recommended a finding 
that the rate on uncorrugated fibreboard paper boxes, knocked 
down flat, carloads, from Monroe, Mich., to Minneapolis, Minn., 
was and is not unreasonable except that between June 1, 1925, 
and April 19, 1927, both inclusive, it was unreasonable to the ex- 
tent that it exceeded a rate of 36.5 cents, and that reparation 
should be awarded. 


SALT TO NEW MEXICO 


Examiner Albert A. Mattson, in No. 20295, Acker & Cook 
et al. vs. Santa Fe et al., has recommended that the Commis- 
sion find not unreasonable the rates on salt, from Anthony, 
Hutchinson, Little River, Lyons, Sterling and Kanapolis, Kan., 
to Clovis, Tolar, Vaughn, Portales, Elida, Kenna, Roswell, Ar- 
tesia, Carlsbad and Otis, N. M., since September 18, 1926. He 
has recommended that the Commission find unreasonable the 
rate on salt from the points of origin mentioned to Portales, 
Elida, Kenna, Roswell, Artesia, Carlsbad and Otis, between 
November 8, 1925, and September 18, 1926, to the extent it ex- 
ceeded 36 cents, the contemporaneous rate to Pecos, Tex., and 
award reparation. The rate charged was 45.5 cents. Mattson 
said the rate charged on like traffic between the same dates to 
Clovis, Tolar and Vaughn should be found not unreasonable. 


RATES ON STOVES 


Examiner C. J. Peterson has recommended the dismissal of 
No. 19914, Huey & Philip Hardware Company et al. vs. Ala- 
bama & Vicksburg et al., on a finding that rates on stoves, 
ranges, hollowware and stove furniture, in straight or mixed 
carloads, from St. Louis, Mo., and defined territories to desti- 
nations in Texas are not unreasonable. This report covers a 
sub-number, Nash Hardware Company vs. Same. 


ACID PHOSPHATE RATES 


The Commission, according to the recommendation of Ex- 
aminer E. L. Glenn, should dismiss No. 20266, Merchants & 
Planters Plant Food Company vs. Louisville & Nashville et al., 
on a finding that the rates on acid phosphate, carloads, from 
West Nashville, Tenn., to North Little Rock, Ark., are not un- 
reasonable or otherwise unlawful. 


CHARGES ON MAHOGANY LUMBER 


Examiner F. D. Binkley in No. 20380, Ichabod T. Williams 
& Sons vs. Baltimore & Ohio et al., has recommended that the 
Commission find that certain shipments of mahogany lumber 
from Carteret, N. J., to Newport News, Va., were misrouted 
but that complainant sustained no damage on account of such 
misrouting. He recommended an award of reparation on a 
finding that the rate charged on eight carloads of mahogany 
lumber between the same points was unreasonable to the ex- 
tent if exceeded 35.5 cents and that it was in violation of the 
long-and-short-haul clause of the fourth section. 


FINANCE APPLICATIONS 


Finance No. 6937. Federal Valley Railroad Co. asks authority 
to P sg notes in the sum of $27,003.53 to retire an equal amount of 
notes. 

Finance No. 6938. Louisiana & Arkansas Railway Co. asks au- 
thority to abandon operation under trackage rights of that portion 
of the lines of the Missouri Pacific and Texas & Pacific between Tioga 
and Alexandria, La., and for authority to operate that portion of its 
line between Tioga and Pineville, La., and, under trackage rights, 
that portion of the line of the Louisiana Railway & Navigation Co., 
between Pineville and Alexandria, La., including use of its Red River 
bridge and passenger station at Alexandria, La. Under the proposed 
arrangement, said the applicant, the mileage between Tioga and 
Alexandria would be less than via the M. P. and the T. & P., and the 
rental charges would be materially reduced. 

Finance No. 5105. Second supplemental application of Sacra- 
mento Northern Railway for authority to operate its trains over the 
line of the San Francisco-Sacramento railroad between West Side 
and Riverview, in Yolo county, Calif., for the transportation of ma- 
terials to be used in construction of the applicant’s line extending 
from Riverview in a southerly direction to a point 16 miles distant. 
The authority is requested only for the period construction of the 
line is in progress. 

Finance No. 6922. The Detroit & Ironton Railroad Co. asks au- 
thority to issue $4,000,000 of 5 per cent first mortgage bonds and 
$500,000 of common capital stock in return for all the physical assets 
of the Ford Transportation Co., consisting of cars, an electric loco- 
+ aoe and yard at Flat Rock, Mich., now operated by the D. T 


Finance No. 6935. New York Central Railroad Co. asks authority 
to issue not exceeding $42,158,300 of its capital stock to provide, in 
aa for the retirement at maturity of $50,000,000 of 4 per cent gold 

onds issued by the Lake Shore & Michigan Southern, due September 
1, 1928. The stock is to be offered to stockholders of record as of 


vuse 15, 1928, at par on the basis of one share for each ten shares 
eld. 
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Finance No. 6941. Western Maryland Railway Co. asks author 
to abandon part of a branch line from Valley Junction to Hanover 
Junction, extending from Cold Spring to Hanover Junction, York 
county, Pa., a distance. of about 3 miles. Applicant says traffic is 
negligible and wholly insufficient to justify continuance of Operation 
and that although the line makes a connection with the main ling 
of the Pennsylvania at Hanover Junction no freight has been inter. 
changed between the two railroads since February, 1926. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 6859, authorizing the Alameda 
Belt Line to issue 500,000 of common capital stock, consisting o¢ 
5,000 shares of the par value of $100 each, 1,130 shares of gaiq 
stock to be delivered at par to the A. T. & S. F. Ry. Co. ang 
1,130 shares to the Western Pacific R. R. Co. in repayment of 
advances made in aid of construction; the remaining 2,740 shares 
to be oo at par for cash and the proceeds used for construction, 
approved. - 

Report and order in F. D. No. 6883, authorizing the Boston & 
Maine to assume obligation and liability in respect of $1,875,000 of 
Boston & Maine 4% per cent equipment-trust gold certificates, to 
be issued by the National Shawmut Bank of Boston under an agree. 
ment to be dated as of April 1, 1928, and sold at not less than 109,99 
per cent of par and accrued dividends in connection with the pro- 
curement of certain equipment, approved. 


AUTOMATIC TRAIN CONTROL 


The Commission, in No. 13413, the automatic train contro] 
case, in answer to a petition of the Central of New Jersey, dated 
May 21, has exempted eleven engine movements from the re. 
quirements in respect of automatic train control device order 
of January 14, 1924. 


WABASH BONDS 


The Commission, by division 4, in a second supplemental 
report in finance No. 4659, bonds of Wabash, has further mod- 
ified its order of March 2, 1925, 94 I. C. C. 648, so as to permit 
the Wabash to use $6,869.52, an unappropriated balance of an 
issue of $12,500,000 of 5.5 per cent refunding and general mort- 
gage bonds, series A, which were authorized to be sold at not 
less than 93, in reimbursement of its treasury for capital ex- 
penditures made in connection with the installation of a Zeleny 
thermometer system in its elevator at Kansas City, Mo. The 
amount mentioned was not needed for the purpose for which 
the issue was made, hence the application and grant of authority 
to use it for something else. 


MIDCONTINENT OIL RATES 


The Commission, in No. 15584, Sinclair Refining Co. et al. 
vs. Ahnapee & Western et al., and cases joined with it, called 
Midcontinent Oil Rates, 1925, has modified its prior orders of 
March 5 and May 12, 1928, so that the rates therein prescribed 
shall not be required to be established by others than those hay- 
ing the short routes and those having routes not more than 115 
per cent of the mileage of the short line routes. Relief for the 
longer lines is contained in Fourth Section Order No. 9816. 


CINCINNATI SOUTHERN LEASE 

The Commission, by division 4, in finance No. 6618, modifi- 
cation and extension of lease of Cincinnati Southern Railway, 
has approved and authorized the proposed modification and 
extension of the lease whereby the Cincinnati, New Orleans & 
Texas Pacific controls and operates the railroad owned by the 
city of Cincinnati. The only opposition to the modification and 
extension was that made by Eli G. Frankenstein, a resident of 
Cincinnati, in his own behalf and all the residents and tax- 
payers of that city. He claimed that the rental to be paid by 
the Cincinnati, New Orleans & Texas Pacific was so low that 
it was prejudicial to all competitors of the applicant. He as- 
serted that on the basis of the modified lease the city would 
receive, in the 99 years the lease is to run, $139,700,000 less than 
it should receive on the basis of 6 per cent on the valuation 
of the road made by the Commission. 

The present lease, itself a modified document, is dated to 
expire in 1966. The applicant asserted that it would not be 
justified in making necessary expenditures to put the road in 
proper condition to carry traffic on a lease having such a com- 
paratively short time to run. The revised lease, approved by 
the Commission, is to run for 99 years from January 1, 1928, 
at increased rentals reaching the maximum of $1,700,000 a year, 
plus corporation- expenses mentioned in the lease, from the 
year 2006 to 2026. 

Commissioner Eastman, concurring, said this did not im- 
press him as a good piece of business from the standpoint of the 
city of Cincinnati. He said he thought the city could have 
made a better bargain and questioned the necessity or advisa- 
bility of the long term. However, he said, the voters of the city 
had approved the new arrangement and he said he did not 
believe it was a part of the duty of the Commission to interfere 
with what they had done, so long as the interests of the users 
of the railroad service were not adversely affected. 


ACCEPTANCE OF CONCESSIONS 


A jury in the federal court for the eastern district of Michi- 
gan has returned a verdict of guilty against C. F. Smith Co. 
of Detroit for violations of the Elkins act, the Commission has 
been advised. The indictment, which was in 10 counts, charged 
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defendant with knowingly receiving concessions from the 
railroad companies on shipments of fruit _transported from 
points in New York state to Detroit. Evidence was intro- 
duced by the government tending to show that in each of 10 
cars named in the indictment the railroads transported a 
much larger amount of freight than was specified in the bills 
of lading or freight bills, and that the defendant, with knowl- 
edge of the quantity actually transported, paid freight charges 
only on the amount billed, and failed to pay the lawful charges 
on the amount actually transported. Trial of the case occu- 
pied two days. The jury reached its verdict after deliberations 
jasting about three hours. William J. Walsh, attorney for the 
Commission’s bureau of inquiry, participated in the trial as 
special assistant to the United States attorney. 

The court, after holding the matter under advisement for 
several days, the Commission has been advised, imposed a fine 


of $10,000. 


the 





UNLAWFUL.-CREDIT INDICTMENT 


The Commission has been informed that the Piedmont & 
Northern has pleaded guilty to an indictment, in the western 
district of South Carolina, accusing it of giving shippers un- 
authorized and unlawful allowances of time in which to pay 
their freight bills. The accusation was made last fall. (See 
Traffic World, October 15, 1927, p. 848.) The carrier paid a fine 


of $500. 





O’FALLON RECAPTURE CASE 


The Supreme Court of the United States, June 4, reset the 
O’Fallon recapture case for argument on January 2, 1929. The 
court previously had advanced the case for argument the first 
Monday in October, 1928, after the cases assigned for that day 
theretofore had been heard. 








TRANSFER CHARGES AT ST. LOUIS 


A petition for rehearing and for modification of the opinion 
in No. 404, Baltimore & Ohio et al., appellants, vs. United States 
et al., was denied by the Supreme Court of the United States 
June 4. A motion of appellants that the mandate issue forth- 
with was granted. (See Traffic World, May 26, p. 1300.) 


PERSONAL INJURY SUITS 


Petitions for writs of certiorari were denied in the follow- 
ing personal injury suits by the Supreme Court of the United 
States June 4: No. 957, New York, Chicago & St. Louis vs. 
Alone Slater, administratrix, to the Circuit Court of Appeals 
for the Seventh Circuit; No. 958, Illinois Northern vs. Regina 
Mikulecky, administratrix, to the Appellate Court of Illinois, 
first district, and No. 975, Missouri-Kansas-Texas vs. J. A. 
O’Connor, administrator, to the Court of Civil Appeals for 
Eighth Supreme Judicial District of Texas. 


FALSE BILLING FINE 


The Commission has received advice from the United States 
attorney for the district of Idaho to the effect that Charles W. 
Beardmore, a lumber dealer, has entered a plea of nolo con- 
tendere to an indictment, previously returned against him, 
charging false billing in violation of section 10 of the interstate 
commerce act. The indictment alleged that Beardmore, through 
the practice of describing cedar lumber in his shipping orders 
as pine lumber, had defeated the lawfully published freight rates, 
the rates being higher on cedar than on pine lumber. The court 
imposed a fine of $1,250. , 

The case was developed through a field investigation by 
the Commission’s bureau of inquiry. 


LAKE CARGO COAL RATES 
The Trafic World Washington Bureau 


The lake cargo coal rate war has been resumed in full vigor, 
as expected when the northern carriers filed their tariffs making 
a 20 cent reduction from some of the northern mines to some 
of the lake ports of destination, effective June 18. At this time 
there is no formula in sight which will save the Commission 
from the necessity of going over the subject as it did in the 
formal reports in the Pittsburgh complaint, the suspension case, 
and in the case before the three-judge court in West Virginia. 

Filing of the tariffs is characterized, by southern operators, 
in their request for suspension (see Traffic World, June 1), as 
“an overt act of war.” In another place they assert that the 
tariffs they are protesting “are obviously retaliatory, and in- 
tentionally initiate a rate war.” They southern operators further 
assert that “the tariffs either provide for a legalized rebate 
(refund of 20 cents per ton if the coal is unloaded at ports “north” 
of Port Huron, Mich., and Sarnia, Ont.) on certain shipments 
of lake cargo coal or else they provide two different rates for 
the same transportation service.” Continuing, they assert that 
the manner of publishing the reduced rates violate sections 1, 
2, 3 and 6 of the interstate commerce act. 

“The published rates on all shipments of lake cargo coal 
are left unchanged,” say the southern operators, “but the foot- 
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note appearing in all the tariffs provides for a refund of 20 cents, 
dependent upon contingencies happening after the transporta- 
tion service performed by the railroads covered by the published 
tariffs has been completed and .after the coal has passed into 
the possession of carriers by water, beyond the control of the 
railroads or of this Commission, and beyond the possibility of 
any adequate policing by the Commission or the railroads.” 

Protestants make a point of the use of the words “north 
of Port Huron, Mich., and Sarnia, Ont.” in the footnote provid- 
ing for the refunding of 20 cents to the shippers whose coal is 
unloaded at ports “north” of those ports just south of the en- 
trance to Lake Huron. They construe the word north as lit- 
erally meaning north of those points instead of merely beyond 
those points. When the tariff men of the northern lines first 
communicated to any part of the public their intention of put- 
ting in reduced rates they used the words beyond the Detroit 
River; that is, as if they were describing a destination territory 
in the upper lake region as distinguished from the area around 
the lower lake ports such as the ports on Lake Erie and on 
the waterways connecting Lakes Huron and Erie. 

The southern operators point out what they think is the 
uncertainty of the footnote plan of making refund as to the 
proof to be made that the coal has been delivered or discharged 
at what they call the favored ports “north” of Sarnia and Port 
Huron. They wonder how a responsible dock officer, whose 
word is to be taken as to the compliance with the conditions 
surrounding the grant of the 20 cent refund can know whether 
there has been compliance, pointing out that a dock official 
could not know that the coal unloaded at his dock was coal 
that had been taken aboard at ports to which the rate applied. 

“If the coal is destined to consumers reached through De- 
troit, Port Huron, Sarnia, South Milwaukee, Racine, Waukegan or 
Chicago or any other port which is not north of Port Huron and 
Sarnia,” say the southern operators, “the rate for the rail trans- 
portation from the mines in Pennsylvania and Ohio to the Lake 
Erie ports will be that named in the tariff, whereas for the 
same service the rate will be 20 cents per ton less if the coal 
is discharged from the vessels at ports on Lake Huron, Lake 
Michigan and Lake Superior north of Port Huron and Sarnia. 
6 Such a provision clearly violates séctions 1, 2, 3 and 6 
of the act.” 

In support of the protest of the southern operators, J. V. 
Norman, E. L. Greever and R. E. Quirk review the cases before 
the Commission and before the court, asserting that the plan is 
“an endeavor to thwart or circumvent the decree of the United 
States district court” in the Anchor Coal Co. case, now on its 
way to the Supreme Court of the United States. - 

“They should not now receive aid and comfort from the 
Commission,” say the southern operators, “in defeating the 
decree of the court pending appeal to the Supreme Court of the 
United States. ... 


“It is clear to these protestants that the tariffs against 
which this protest is filed tend to place the Commission in an 
embarrassing position. They were filed to meet the reduction 
in rates made by the southern railroads and the refund therein 
provided results in net rates that are substantially lower than 
the northern railroads really believe they should be. The right 
of the southern railroads to reduce their rates is or soon will 
be before the Supreme Court of the United States on appeal 
by this Commission and others. As already stated, the northern 
railroads are voluntarily parties to this suit. A proper respect 
for the courts and a due regard for the decree from which the 
appeal has been taken would suggest that nothing more should 
be done to bring about still greater confusion and uncertainty 
in the lake cargo rate adjustment until the Supreme Court has 
decided the pending litigation.” 


The southern operators represented in that request for sus- 
pension are the members of the New River Coal Operators’ Asso- 
ciation, Kanawha Coal Operators’ Association, Logan Coal Op- 
erators’ Association, Northeast Kentucky Coal Association, Wind- 
ing Gulf Operators’ Association, Pocahontas Operators’ Associa- 
tion, Tug River Coal Operators’ Association, Operators’ Asso- 
ciation of Williamson Field, Harlan County Coal Operators’ 
Association, Virginia Coal Operators’ Association, Hazard Coal 
Operators’ Association, and Southern Appalachian Coal Oper- 
ators’ Association. 


Northern lines, even before the protest of the southern op- 
erators was filed, took notice that their tariffs were being con- 
strued to mean that because Chicago, South Milwaukee, Racine 
and Waukegan were not north of a line drawn through Sarnia 
and Port Huron, they were not entitled to the refund of 20 
cents on lake-borne coal. They discussed the advisability of 
changing the language so as to have the rates apply to points 
beyond those ports at the entrance of Lake Huron. Those in 
charge of tariff filing matters for the Commission, unofficially 
indicated that if the northern lines wished to change the tariffs 
in that way special permission would be given to make the 
change on less than the 30 days’ notice required by law. 

E. J. MceVann, for the Fairmont operators, made the point 
that the proposed rates were unlawful in violation of section 2 
in that they proposed to apply two different rates from one 
point of origin to one destination, under exactly similar cir- 
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cumstances of carriage, basing the application of the lower rate 
upon conditions that were wholly outside the jurisdiction of the 
Commission to control or to police, since they had to do with 
transportation by water beyond the port of discharge to which 
the rates applied, by carriers by water not subject to the inter- 
state commerce act. A further point was that the rates, con- 
trary to the rules, were not in specific amounts, but were vague 
and indefinite in their application. His objections did not go 
to the rates proposed by the Baltimore & Ohio from the Ka- 
nawha mines, effective June 18 on statutory notice. 

The Louisville & Nashville has definitely invoked the power 
of the Commission to prevent “a ruinous cut-rate war” between 
the northern and southern lines by suspending the tariffs of 
the northern lines, which otherwise will become effective June 
18. It also asks for suspension to prevent injurious discrimina- 
tion against and enormous losses to eastern coal mines and to 
the railroad company. 

“An essential distinction between the present protest and 
the proceedings in I. and S. No. 2967, coal from Kentucky, Ten- 
nessee, Virginia and West Virginia to Lake Erie ports, 139 
I. C. C. 367,” says W. A. Northcutt, general solicitor and author 
of the protest, “is that in that proceeding there was no rate 
war and nobody thought any rate war was probable; whereas, 
in the instant case, a very ruinous rate war is threatened and 
imminent.” 

Intimation that the southern lines are contemplating a fur- 
ther reduction in rates ts contained in the protest. 


“Petitioner charges that the action of the northern rail- 
roads in filing the proposed reduced rates is intended 
to start a rate war with the L. & N., C. & O., and N. & W. 
for the purpose of increasing the differential against the south- 
ern West Virginia and eastern Kentucky coal mines and in 
favor of the Pittsburgh district from 25 to 45 cents a ton and 
depriving the said mines and the carriers serving them of the 
great bulk of their lake cargo coal tonnage,” says the protest. 
“Furthermore, if said proposed reduced rates become effective, 
they will cause a rate war unless the C. & O., L. & N., and 
N. & W. abandon their legal rights and submit to the gross in- 
justice of being deprived of most, or a substantial part, of their 
lake cargo coal traffic. And, it is self-evident, that if these 
carriers can and do meet the reductions of their northern com- 
petitors, and if the latter maintain the position proclaimed in 
the aforementioned tariffs, the lake cargo coal rates will cork- 
screw downward until all of them become less than the cost 
of carriage.” 


The L. & N. protest asserts that if the reduced rates are 


permitted to become effective the result will be a loss of ap- 
proximately 3,800,000 tons of lake cargo coal by it and its con- 


nections, which, at the former rate of $1.91 per ton, would . 


pay $7,258,000 and at the present rate of $1.71 a ton, $6,498,000, 
and at a rate of $1.51 a ton (which would be the rate from the 
southern fields if the southern carriers entered the rate war 
they claim the northern lines have started), $5,738,000 per an- 
num. It adds that the Chesapeake & Ohio and Norfolk & West- 
ern “would suffer a corresponding enormous loss of tonnage 
and revenue.” 


After pointing out the power the Commission has to pre- 
scribe minimum rates to prevent rate wars, the Louisville & 
Nashville declares that whether the provisions of section 15-a 
justified the suspension and disapproval, in I. and S. No. 2967, 
the last case before the Commission, of the rates in issue in that 
proceeding “is a mooted question that is expected to be decided 
some time this year by the Supreme Court, but in the mean- 
time the paramount issues and interests involved in a proper 
and conservative administration of that section would appear 
to require a similar suspension of the proposed reduction.” 

The protestant thinks it plainly manifest that the same 
consideration concerning the scope and policy of section 15-a 
apply with even greater force to the present proposed reduction 
of the northern carriers. It asserts that the northern districts 
cannot be subjected to undue prejudice so long as the rates 
from the northern mines are lower than the rates from the 
southern mines. 

Both northern and southern lines, the L. & N. says, should 
be made to await and abide by the decision of the Supreme 
Court in the Anchor Coal Co. case. It points out that since 
the proposed rates are issued to expire on December 31, they 
“are obviously merely a temporary expedient to evade the sit- 
uation, i. e., the restoration of the long-established and reason- 
able 25-cent differential and to deprive the southern 
carriers and coal operators of the benefit of that decision pend- 
ing its appeal to the Supreme Court.” The protest speaks of 
the decision in that case as if it would settle the lake cargo 
coal rate controversy. 

The municipality of Detroit, Mich., has asked for the sus- 
pension of the note, No. 725, which restricts the refund so that 
the reduced rates will apply only on coal shipped north of 
Port Huron, Mich., and Sarnia, Ont. It points out that there 
is no restriction now on lake cargo coal rates. They apply to 
any lake port. It says that the cost of carriage by water varies 
but little with distance, pointing out that the contract rates 
for carriage of lake cargo coal, according to the annual report 
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of the Lake Carriers’ Association for 1927, were 40 cents Der 
ton to Lake Superior ports and 50 cents per ton to the prip. 
cipal docks on Lake Michigan. 

Restriction of the refund, as proposed by the note, it points 
out, will cause Detroit to pay 20 cents a ton more for ¢oj 
for its waterworks, which can receive fuel only by water, than 
Duluth, the latter 725 miles more distant from the mines thap 
Detroit. Detroit, in its request for suspension, treats the re. 
striction “north of Port Huron, Mich., and Sarnia, Ont.,” as 
meaning beyond because it asserts that it will have to pay 
10 cents per ton more than Chicago and Milwaukee. Last yea; 
the Detroit waterworks used 125,000 tons of water-borne ¢oaj. 
Therefore, its protest asserts the restriction would force it to 
pay $35,000 more than Duluth and $17,500 more than Chicago 
for a like amount of coal. 

The Pittsburgh & West Virginia is understood to be cop. 
templating the issuance of a tariff, on behalf of itself and its 
connections, to make a 20-cent reduction in rates on lake cargo 
coal from mines on its rails, free from any limitation as to the 
destination of the water-borne coal. That understanding arises 
from the fact that inquiry has been made in its behalf as to 
whether the filing of such tariff would add to the embarrassment 
the Commission is supposed to be laboring under in connection 
with tariffs filed by other northern lines. Inquiry has also 
been made as to whether it would be possible for that road to 
obtain sixth section permission to file its tariffs on less than 
statutory notice so as to become effective June 18, the effective 
date of other northern line tariffs. 


So far as embarrassment is concerned that road has been 
told that nothing a carrier could do in accordance with the rights 
given it by the statute could embarrass the Commission. It was 
suggested that if the Pittsburgh & West Virginia desired to file 
such a tariff it might do so, giving the required 30 days’ notice 
and then ask, in the event the Commission refused to suspend 
the other reduced rates, for permission to advance the effective 
date of its tariff to June 18. In the event the Commission sus- 
pended the tariffs of other roads, it was suggested, the date of 
the Pittsburgh & West Virginia tariff would not mean anything, 
because, in the nature of things, the Commission might be ex- 
pected also to suspend it. The only exception to that would 
be if the Commission suspended the tariffs of the other roads 
because of the uncertainty as to the intended meaning of the 
words “north of Port Huron, Mich., and Sarnia, Ont.” In the 
event that uncertainty caused suspension, it was pointed out, 
the burden of going forward without such a limitation would be 
upon carriers other than the Pittsburgh & West Virginia, if, 
as believed, they used those words to mean merely beyond Port 
Huron and Sarnia. 


The Chesapeake & Ohio, by W. S. Bronson, general attorney, 
and Herbert Fitzpatrick, vice-president and general counsel, 
have asked the suspension of the northern line tariffs, on the 
ground, among others, that the proposed rates create a prima 
facie presumption that they are too low and therefore in viola- 
tion of section 1. That proposition is based upon the fact that 
only so late as last August, says the suspension petition, the 
Pennsylvania and Ohio carriers established rates 20 cents higher 
than the proposed rates, on the finding of the Commission that 
they would be reasonable. 

Another ground for asking for suspension is the fact that 
the Commission suspended the tariffs filed by the southern 
lines, dated to become effective August 28, 1927, in which they 
proposed a reduction of 20 cents. The Chesapeake & Ohio 
submitted that, by reason of the highly competitive situation 
existing between the northern and southern lake cargo coals 
and between it and the northern lines “now seeking to reduce 
their lake cargo rates, to the injury of the petitioner and the 
public served by it, petitioner and its shippers are justly en- 
titled to receive at the hands of the Commission the same 
consideration in connection with the proposed reductions that 
the northern carriers and their shippers received in connection 
with petitioner’s proposed reductions, to-wit: Suspension of 
said tariffs and a full hearing concerning the lawfulness of the 
proposed rates, charges and regulations or practices.” 

A further contention in behalf of suspension was that as 
the Commission, so late as last August fixed the measure of 
reasonable rates from the northern districts, it was the duty 
of the Commission, on its own motion, to suspend the tariffs and 
enter upon a hearing concerning the lawfulness of the proposed 
reduced rates, charges, and regulations or practices published 
therein. 


Answering the protests of the operators in the southern dis- 
tricts and others against the reduction of 20 cents per ton in 
rates on lake cargo coal from the Pittsburgh district, the Pitts- 
burgh Operators’ Lake Rate Committee, by August G. Gutheim, 
in a general way contends that the reductions should be per- 
mitted to become effective because they reestablish the rela- 
tionship between the northern and southern rates which the Com- 
mission indicated to be proper in its second decision in Lake 
Cargo Coal Rates, 1925. 

The Pittsburgh operators deny the extended arguments of 
the southerners that the rates as published are illegal rates 
because they result in two rates being in effect for the same 
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i n lake cargo coal dependent upon destination over the 
gg They point out that exactly the same situation was in 
effect in 1921 from all of the lake coal originating districts and 
that the same character of rate adjustment is now in effect 
through north Atlantic ports where one rate is applied for 
“inside delivery” at the various ports and a lower rate for “out- 
side delivery.” It is pointed out that the southern districts 
which are so vigorously protesting against the reductions in 
the northern rates are now shipping millions of tons annually 
on these tidewater transshipment rates, “inside” and “outside 
the Virginia capes. 

The Pittsburgh operators contend that the action of the 
northern lines is not in any way violative of the injunction of 
the court for the southern district of West Virginia; they point 
out that the injunction of that court runs against the order of 
the Commission which merely ordered the cancellation of re- 
duced rates from the southern districts. The action of the court, 
say the Pittsburgh operators, has no reference whatever to the 
reductions from the northern districts and the northern lines 
are therefore free to change those rates. 

The Pittsburgh operators in that respect say that the change 
should be permitted because the result is to reestablish the 
relationship of rates between the various lake cargo originating 
districts which the Commission fixed in its second lake cargo 
decision and which was not attacked by any of the parties 

reto. ; 

” Answering the assertions of the various protestants that the 
action of the northern lines initiates a rate war, the Pittsburgh 
operators contend that the rate war was, in fact, initiated by 
the southern lines when they filed the reduced rates which the 
Commission ordered canceled. They also say that the Commis- 
sion by its action in that proceeding really stopped the rate war, 
but that it was then reopened by the action of the district 
court in its injunction of the Commission’s order respecting the 
rates from the southern districts. 

Comment is made also by the Pittsburgh operators on the 
fact that just as the southern lines do not protest the reduction 
in rates proposed by the Baltimore & Ohio from the Fairmont 
district, the Fairmont operators have come in with a protest 
against the reductions from the northern districts. It is inti- 
mated that this harmonious action of northern and southern 
West Virginia is the result of the fact that the same bituminous 
coal producing interests are dominant in the affairs of both 
sections. 

Virginia, by its corporation commission, has asked for the 
suspension of the northern line tariffs for the reasons set forth 
in the protest in the petition of the southern operators. 
Virginia commission asserts that there is a considerable move- 
ment of lake cargo coal from Virginia mines and that thereby 
the state has a vital interest in the matters in controversy. It 
has adopted the language of the southern operators in describing 
the tariffs it desires to be suspended as well as the words 
of the southern operators as to the significance of the move 
made by the northern lines. 


CONSTRUCTIVE DELIVERY STATIONS 


The Traffic World New York Bureau 


The pier situation New York Harbor was one of the prin- 
cipal points of discussion at the Interstate Commerce Com- 
mission hearing on constructive delivery stations. Considerable 
interest was shown in the statement by Deputy Dock Commis- 
sioner John McKenzie, that the city intended to reduce the 
number of piers on the North River from 30 to 18. This would 
enable the city, he said, to accommodate the demands of trans- 
atlantic steamship companies for additional pier space. Mr. 
McKenzie said the city planned to increase these accommoda- 
tions by enlarging the area on the piers, thus providing more 
warehouse space. The piers would be double-sided instead of 
one-sided as at present. 

It was said by Mr. McKenzie that the city now had on file 
applications for piers from six different transatlantic lines and 
two railroads, which could not be met. The rearrangement as 
contemplated would provide facilities for these companies. The 
area of the piers at present is 1,945,000 square feet. Under the 
new plan the area would be only 1,288,000 square feet, but they 
would be open to more extensive use. 


“We believe the reconstructed piers are essential,” Mr. Me: 
Kenzie said, “because of the greater depth at that section of 
the North River and because of their greater length. There 
is a considerable section of the North River not suitable for 
piers. Some of the ferry lines occupy space which we could 
better use for the transatlantic companies. This matter is un- 
der consideration in Washington today.” 


He said that, in the dispute as to the claims of the railroads 
to piers and the steamships, the city was not taking sides. It 
was practical, under reconstruction, to get two steamship com- 
panies to use one pier. At Canal street it would be possible 
to build four piers of 1,000 foot length, he said. 

The rest of the day June 1 was taken up with evidence 
submitted by witnesses placed on the stand by the Port Author- 
ity in support of the demand by shippers that the Commission 
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refuse to- permit the railroads to abolish constructive delivery. 
The testimony was of emphatic character, declaring that the 
constructive stations were a great advantage to shippers as 
being more expeditious, less costly, and more éonvenient in 
every way. One witness said it cost him 50 per cent less than 
through the handling of freight at pier stations, which the 
railroads seek to restore completely and permanently. 

The witnesses who testified along these lines were A. C. 
Boone, of the Horstmann Trucking Corporation; James B. 
Dougherty, traffic manager of the Michigan Paper Mills; B. F. 
Williams, traffic manager of the Norwich Pharmacal Co.; J. J. 
Neylan, sales manager of the Upjohn Co.; J. A. McGuire, traffic 
manager of the Parke Davis Co.; and E. R. Fitch, one of the 
first to introduce motor transport in the handling of freight. 

Mr. Dougherty said New York was the largest paper market 
in the United States and that there was keen competition in 
it. The prime element for its success, he said, was efficient 
and speedy transportation. For this reason he stated, that his 
company had to take most of its business away from a well- 
known trunk line and turn it over to two others. He said he 
was strong for constructive delivery for the reason that, where 
under the old congestion and poor service he had to wait from 
72 to 80 hours to get his cars, under the constructive delivery 
he got them delivered to consignee in 24 hours. He approved 
the plan for a universal freight inland station as tending to 
efficient delivery. 

When it came to comparison with Chicago, New York was 
not anywhere when it came to consider railroad facilities for 
the handling of freight, he said. Chicago had store door de- 
livery by a freight tunnel, for less-than-carload merchandise, a 
reciprocal switching arrangement, and universal inland sta- 
tions, where New York had to restort to trucking as a medium 
for giving speedy and less costly relief. 

“Constructive delivery is a step in the right direction and 
should be kept,” said Mr. Dougherty. “And I think it helps 
the railroads.” He said he favored trucking in lieu of lighter- 
age and would like store door delivery if the rate was not 
increased thereby. 

Mr. Neylan said constructive delivery caused less breakage, 
less blocking of streets and was far more efficient than operation 
by pier stations. 

The hearing was practically concluded so far as the rail- 
roads are concerned, with the testimony of the Baltimore and 
Ohio, New York Central, and Long Island Railroads. 

It was announced by Examiner Ames that the investigation 
would go into all phases of the problem of handling freight in 
the Port of New York. He gave this assurance in reply to a 
plea by Julius Henry Cohen, counsel for the Port Authority, 
who urged that this be done. 

William G. Curren, general manager of the New York 
properties of the Baltimore and Ohio, said, in answer to Wilbur 
La Roe, for the Port Authority, that every lighterage point was 
really a constructive station. 

W. H. Chandler brought out from the witness that the 
company’s constructive delivery business had largely increased 
but he said it was seasonable to a great extent and that, if the 
constructive delivery were abolished, it expected to take care 
of all its business at its pier stations. 

Graham C. Woodruff, assistant freight traffic manager, New 
York Central, testified that his line had no constructive deliv- 
ery stations, no inland stations, and now wanted to abolish 
trucking in lieu of lighterage. The latter, he said, had been in 
vogue with the company for eight to ten years. It wanted to 
stand with other trunk lines in now eliminating that practice. 
He considered piers and bulkheads as constructive delivery 
stations. 

The witness told of the newsprint paper handling to the 
extent of 89 per cent having been taken away from the New 
York Central by the New Haven, by the offer of better rates 
due to constructive delivery. The New York & New Haven 
took away as much as 1,290 tons of paper a week, and this line 

‘ did not propose to abandon its constructive stations. 

It developed that the principal reason why the New York 
Central proposed to give up trucking in lieu of lighterage was 
the fear that it might eventually lead to store door delivery. 
The New York Central employs thirty-four truckmen. The 
next largest number is fifteen by the New York & New Haven. 
It makes allowances to the truckmen of from 4 cents to 15 
cents. The reason given for employing so many was to avoid 
discrimination between truckmen and the chance of other roads 
taking freight away from it. 

P. W. Moore pointed out that, if trucking in lieu of light-° 
erage was abandoned, it would leave Queens “out in the cold.” 
Mr. Woodruff said it would simply restore the position that ob- 
tained before it was introduced. 

The Long Island Railroad, through counsel, said it was not 
interested in the proceeding as it-had no constructive stations, 
no inland stations, and no trucking in lieu of lighterage, but it 
did run its own trucking service which was efficient and ex- 
ee” and met with approval and it had complete control 
over it. 

A. D. Boone of the Horstmann Trucking Corporation, which 








1426 


has a contract with some of the railroads for constructive de- 
livery and other services, said it found that its service was 
regarded by shippers as satisfactory, that it had received no 
complaints, and that, as a public service, it had asked for the 
suspension of the present railroad tariff. The railroad pays 
it 8% cents to free lighterage point, and the consignee 4 cents 
per 100 pounds from that point to the final store door. 

The attitude of the Port of New York Authority on current 
freight handling issues in the harbor was outlined June 2 at 
the hearing by Billings Wilson, deputy manager. He read a 
statement in which he criticized the railroads for lack of mod- 
ern freight handling systems, indicating that, eventually, the 
railroads might be forced to give up their piers on Manhattan 
Island in behalf of the steamship lines, declared in favor of 
constructive delivery stations and store door delivery, but with 
some rearrangement of rates, making allowances to the railroads 
for loading and unloading, and advocated universal freight 
stations. 

Mr. Wilson said all the services under investigation by the 
Commission were necessary and useful, as they involved exten- 
sion of the use of motor trucks in solving terminal problems. 
The policy of the Port Authority was further developed by 
questions by representatives of shipping interests in cross- 
examining Mr. Wilson. 

In his statement Mr. Wilson outlined the Port Authority’s 
program as follows: 


1. Off-track or inland station service is sound for Manhattan 
Island and should be continued, but in the interests of efficiency and 
economy to both carriers and merchants railroad individual off- 
track stations should be converted into universal stations as rapidly 
as possible. The Port Authority is preparing to provide the neces- 
sary station facilities on Manhattan Island. 

2. The principle of direct delivery of carload freight is sound. 
The soundness of the principle rests in the fact that there is a 
thorough trucking movement from the car door to the _ shipper’s 
place of business, which does away with the need for station fa- 
cilities and eliminates extra handling. The principal objectionable 
feature of constructive delivery as I see it can be met by requiring 
the payment of an extra charge for this service by shippers and 
consignees to cover the cost of loading and unloading the trucks at 
rail terminals so as to make the service comparable to team track 
delivery in other sections of the port. 

8. Trucking in lieu of lighterage should be limited to steamship 
piers and connecting lines and confined to cases where the entire 
delivery obligation rests on the railroads and should not be permitted 
in instances where consignees are expected to pay some indeterminate 
part of a through movement. 

The problems of terminal delivery at New York because of the 
geographical situation are so complicated that it should be possible 
under existing law and in conformance with the duly published 
tariffs to take advantage of every possible medium of terminal de- 
livery, be it lighter, carfloat, trucking or rail. Certain of this de- 
livery can be best provided in certain sections of the port and others 
in other sections. 

In general two fundamental principles should govern: 

Platform facilities should be provided in all sections for less than 
carload freight and a service or services to team truck delivery should 
be available in all sections for less than carload freight. 


W. H. Chandler challenged the proposal to impose an extra 
charge on the consignees or shipper for store door or construc- 
tive delivery. " 

“Why should the railroads make a profit out of this?” he 
asked. “Wouldn’t it be better if the railroads made a smaller 
allowance to the truckmen?” Mr. Wilson replied that the 
charge should be made for equalizing as far as possible the 
amount of service rendered. 

“If you’re going to have store door delivery,” he said, “there 
will have to be terminal charges and the zoning principle 
adopted.” 

Wilbur La Roe, counsel for the Port Authority, in placing 
Mr. Wilson on the stand, explained that the object of his testi- 
mony was to show that the establishment of inland freight 
stations and the use of the motor truck by railroads in serving 
Manhattan Island was a reasonable, natural, and economic de- 
velopment, from the terminal viewpoint, and should be fostered, 
encouraged, and maintained under suitable regulations. 


“In assuming these matters,’ said Mr. Wilson, “in answer 
to Mr. La Roe’s questions, “I have assumed fundamental prin- 
ciples of the interstate commerce act and the statutory plan 
of the Port Authority. 1, economy in transportation for both 
carriers and shippers; 2, attainment of those practices and 
methods which are most economical, taking into account all 
of the peculiar features of the New York problem, and 3, the 
elimination of any wasteful discrimination or of unlawful prac- 
tices, if such there be.” 


“How have the railroads met the demands for additional 
terminal facilities in Manhattan?” asked Mr. La Roe. 


“As the need for additional facilities on Manhattan increased 
the railroads have expanded up and down the waterfront in 
keen competition with the steamship companies for every avail- 
able pier,” replied Mr. Wilson, “until now 37 per cent of the 
waterfront south of 60th street is occupied by railroad facilities 
for the handling of domestic freight. The competition between 
the carriers themselves has resulted in such woeful duplication 
of these pier facilities that it is appalling to contemplate the 
money they are throwing away each year in perpetuating ancient 
methods of individual operation for the sake of the principle 
of competition in this most expensive form. The situation now 
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is such that it is practically impossible to get any more Diers 
for railroad or steamship use on the waterfront.” 

“The question naturally suggests itself, why should thig yg). 
uable waterfront on the west side of Manhattan be used fo 
railroad freight stations?” asked Mr. La Roe. 

“There is no justification for this practice,” replied the 
witness. “It is the unjustifiable survival of historical practicg 
It causes unnecessary use of both New Jersey and Manhattan 
waterfront, which should be released to the steamship use, | 
results in unsatisfactory service and the delays incidental ty 
ice, storm and fog, and tends to cause congestion on the weg; 
side of Manhattan. It is one of the sore spots in our present 
program and, in my opinion, no adequate solution of the present 
port problem is possible without getting these railroad freight 
stations from our waterfront.” 

“Does constructive delivery service aid in the solution of 
this terminal problem by relieving the pier stations of most al] 
tonnage so trucked?” 

“It most assuredly does,” said Mr. Wilson. He said the 
use of the freight stations would result in 50 per cent reduction 
in the amount of railroad trucking and in the cost of trucking. 
“All this criss-cross hauling is taking place on the water. 
front which should be devoted to steamship use, and with the 
establishment of inland freight stations these railroad piers 
could be released for the steamship use. There has been, ap. 
parently, no improvement of these conditions on this water. 
front in the present decade.” : 


PORT CHARGES CASE 
The Trafic World Washington Bureau 


; “This proceeding stands unique among the investigations 
instituted by the Commission,” says a brief filed with the Com- 


‘mission on behalf of the Port of New York Authority in No. 


12681, in re charges for wharfage, handling, storage, and other 
accessorial services at Atlantic and Gulf ports. “At no stage 
in the proceeding have the issues been defined. At no stage 
have the railroads understood what they were called upon to 
answer. At no stage has any party to the proceeding called 
attention to any violation of the interstate commerce act. In 
vain did the presiding commissioner endeavor to ascertain at 
the hearings ‘who is hurt’ by existing practices. In vain did 
he appeal to the parties to state clearly the things complained 
of and the remedy sought to be applied. The appeal remains 
unanswered. The investigation ended as it began, without an 
issue.” 

The Port Authority brief says the investigation had its 
origin in the inability of municipal terminals at Charleston, 
S. C., Jacksonville, Fla., and Mobile, Ala., to make a fair return 
on their investments. These terminals, it continues, depend 
largely for their livelihood upon terminal allowances paid by 
the railroads, which allowances are the same as the charges 
published in the so-called Glenn tariff and known as storage, 
wharfage, and handling charges. 

“The municipal terminals contend that the charges named 
in the Glenn tariff are too low and that they should be in- 
creased,” continues the brief. “Such an increase, whether ab- 
sorbed by the railroads or not, would automatically increase 
the revenues of the municipal terminals because, as already 
indicated, the allowances received by them are the same as 
those provided in the Glenn tariff. In fact, some of the ter- 
minals are parties to that tariff. The terminals are willing to 
have the increases absorbed by the railroads, which would seem 
to reduce the whole matter to a simple divisions or allowance 
case. The railroads complacently assume that if the terminal 
charges are increased they will not be required to absorb them. 
Shippers assume with equal complacency that the proceeding 
does not involve an increase in the transportation charges paid 
by them. ; 

“May the Commission, merely because the municipal ter- 
minals find that they cannot successfully compete with the 
railroads under the present Glenn tariff charges, require the 
railroads to increase those charges? 

“Are the railroads under a legal obligation to increase their 
terminal charges to a basis that will enable the municipal ter- 
minals to make a livelihood? 

“If both of the above questions are answered in the affirma- 
tive, what principles should be laid down to determine the 
extent of the railroads’ obligation in the premises, and to what 
extent, if at all, must the existing terminal charges be in- 
creased?” 

The Port Authority brief says these are the only questions 
that a discerning eye can extract from the heterogeneous mass 
of contentions and evidence contained in the record. In con- 
clusion the brief says among the things that the Commission 
clearly may not do under existing law are the following: 


_ It may not require carriers to discontinue their practice of main- 
taining through rates to shipside. It may not require carriers to 
discontinue the practice of making terminal absorptions, which prac- 
tice is and for many years has been almost universal. It may not 
require carriers to increase their terminal charges unless it can be 
shown that the entire charge for the complete transportation is 
inadequate, which is not shown on this record. It may not enter 
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June 9, 1928 


i ion order as between the north Atlantic ports on the 

: i = the south Atlantic and Gulf ports on the other, because 
-_ is no claim, even by the south Atlantic or Gulf ports, that dis- 
thersnation exists. It may not lawfully require lighterage and 
aaron e to be subjected to different treatment than rail switching, 
te both have the same legal status. It may not make an order 
veth respect to any charges that are not accessorial in nature, be- 
ee se the scope of the investigation is limited to accessorial charges. 
it a not lawfully adopt the shipping board’s suggestion that both 
d vessels be assured of access to all railroad routes, be- 


shippers an - ith i 
is would be tantamount to reciprocal switching, which is 
— — in this investigation. It may not lawfully make an 


| hat any railroad is endeavoring to “make or mar’ a particular 


= because there is no evidence on the subject. The Commission 


= f th lity of un- 
lawfully find the railroads or any 0 em guilty o 

porn coampattiiamn merely because private terminals are unable to com- 

ete successfully, no such criterion being recognized by the interstate 


commerce act. 
As to what the Commission may do, the brief says: 


ommission may, if it believes the public interest will be 
served’ there make a suggestion to the southern railroads that 
they increase their terminals charges to a basis that will enable 
the municipal terminals to earn a fair return. It is desirable that 
the Commission make such a suggestion, but it is reasonably clear 
that the southern railroads cannot be compelled to follow the sug- 
gestion. If the terminal charges are increased, they must be ab- 
sorbed by the railroads, because there is no evidence justifying an 
additional charge to the shipping public. ae ; 

It is our conviction that the Commission’s task in adjudicating 
this matter will be far from simple. The few issues over which the 
Commission has jurisdiction have been lost in a maze of irrelevant 
material. The Commission’s principal task in disposing of the matter 
is to separate the wheat from the chaff. The port authority, which 
is a federal as well as a state body, has attempted throughout the 
proceedings to be helpful to the Commission by drawing a clear- 
cut line between those matters which are within the Commission’s 
powers and those which are clearly outside those powers. It be- 
lieves that there is no transportation problem of greater importance 
than the problem of terminal developement. It believes in a maxi- 
mum of cooperation between federal and state agencies, and between 
railroads and regulating authorities, working toward a comprehensive 
and intelligent solution of the terminal problem. It reaches with 
considerable regret the conclusion that this investigation, because 
of its rambling course and because of the irrelevancy of most of 
the evidence which has been introduced, can contribute little to 
the cause of scientific terminal development. 


A brief on behalf of fertilizer manufacturers says that, in 
so far as fertilizer and fertilizer materials are concerned, the 
whole proceeding should be dismissed. This brief was filed 
on behalf of the Armour Fertilizer Works, the Davison Chemical 
Co., the International Agricultural Corporation, the F. S. Roy- 
ster Guano Co., Swift & Co., and the Virginia-Carolina Chemical 
Corporation. It says municipal and private terminal operators 
cannot be heard to complain of the rates charged fertilizer 
manufacturers by the railroads, and that the Commission has 
no power to regulate railroad charges so as to make profitable 
the business at other terminals. 

Railroads serving north Atlantic ports have asked the Com- 
mission to dismiss the whole matter in so far as they are con- 
cerned. They said they did not believe there was any reason 
for segregating terminal charges from line-haul charges on 
freight to and from shipside at the north Atlantic ports. They 
added that they believed the lighterage and floatage services 
performed by them were not accessorial charges similar to 
wharfage, storage and handling charges, concerning which evi- 
dence was given in connection with the south Atlantic and Gulf 
ports. They said they understood lighterage and floatage serv- 
ices to be nothing more than an extension of carrier rail lines 
and tantamount to switching service. 


In behalf of the Alabama State Docks Commission, the Port 
Utilities Commission of Charleston, S. C., Board of Commission- 
ers, City of Mobile, and the Turner Terminal Co. of Mobile, 
counsel asked the Commission to direct the carriers to maintain 
their terminal charges upon a remunerative basis (thus to per- 
mit the public-private terminals to increase to this same re- 
munerative basis), such terminal charges to be separately pub- 
lished as at present by Glenn’s port terminal tariff and similar 
tariffs to enable public and private terminals as well as railroad 
terminals to use the same published basis of charges. They 
also asked that the terminals under the jurisdiction of the Com- 
mission be required to make annual reports of revenue and 
expenses to it, so as to enable the Commission to determine 
annually the true terminal cost at the various ports, and thus 
= reach the average cost of them all as the basis of the terminal 
charges. 


A brief of similar import has been filed by Municipal Docks 
and Terminals of Jacksonville, Fla., Commodore’s Point Terminal] 
Co., Jacksonville, and Jacksonville Traffic Bureau, Inc. The 
brief is built upon the proposition that the maintenance of un- 
remunerative wharfage, storage, and handling charges by the 
common carriers prevented and restricted the development and 
proper operation of municipal and privately owned public rail- 
water terminals. 

The New York Produce Exchange submitted that in this 
proceeding the Commission should recognize that the only gen- 
eral principle which could be laid down for the publication of 
rates was that the rates should be published in such a way as 
to meet the needs of traffic and recognize the differences in 
practical considerations at the different ports; that the Com- 
mission should announce no general principle applicable at all 
the ports; that charges for lighterage, floatage, handling, wharf- 
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age, and dockage should be published separately from the line- 
haul rates; and that it should recognize that the conditions 
at New York harbor required the continuance of the present 
methods of publishing shipside rates and publish no order lead- 
ing to a change. 

The Commercial Exchange of Philadelphia advocated sep- 
aration of the line-haul and terminal charges. It said that the 
cost of terminal services at New York, exclusive of grain and 
coal, was $2.75 per ton; at Baltimore $1.06, and, at Philadelphia, 
$1.03. It asserted that the terminal cost in New York repre- 
sented a very serious drain on the carriers’ revenue for the 
transportation of flour. It said it was apparent that that was 
a wrong adjustment, resulting in a grave injustice to Philadel- 
phia. The fact that the injustice was concealed, it suggested, 
made it no less invidious. 

The Philadelphia Bourse, the Philadelphia Board of Trade 
and the Port of Philadelphia Ocean Traffic Bureau in their brief 
said that Philadelphia “urges in substance that compensatory 
charges for the service beyond the rail-ends at the ports be 
shown separately, since this service is physically different from 
transportation by rail, and since the charges therefor should 
not be lost sight of in the through rates and thus allowed to 
distort the charges for the rail haul proper.” 

“Such separation,” the brief continued, “will make it pos- 
sible for the Commission, the shippers and the public to deter- 
mine from the total rate charged what part of such rate is for 
the transportation by rail to and from the rail-ends at the ports 
and what part is for transportation by handling, lighterage, 
floatage or otherwise beyond such rails to and from the vessels, 
and will furnish an intelligent basis for consideration of Phila- 
delphia’s rate situation in relation particularly to New York 
and the removal of unjust discriminations and unreasonable 
burdens imposed upon it.” 

The Philadelphia brief said that port’s rate relationsip to 
New York and other ports was at present obscured by inclusion 
in the through rates of services at the ports beyond the spot- 
ting of the cars on the piers. It said the present method of 
publishing rates was unreasonable, was contrary to sound prin- 
ciples of tariff publication and rate-making under the act and 
worked a serious injustice to Philadelphia. 


The American Warehousemen’s Association asked the Com- 
mission to find: 


(a) Storage charges. At both the north Atlantic and south At- 
lantic ports the storage charges exacted by the railroads on water- 
borne business are, for the most part, virtually nominal. Therefore, 
without attempting itself to prescribe the details, this Commission 
should direct the carriers in general terms to undertake an immediate 
upward revision of their charges for storage at the ports so as to 
bring them at least somewhere within range of actual costs. 

(b) Charges against vessels. It is urged as a conclusion from 
the evidence that the Commission should enjoin upon all carriers 
the duty of exacting a suitable charge or charges from vessels using 
their facilities. 


The warehousemen pointed out that they had a large in- 
vestment at Atlantic and Gulf ports and that the outcome of 
the proceeding was of very practical importance to their enter- 
prises. 

“Accommodation of the needs of our water-borne commerce 
must be assumed by the railroads either completely or on such 
terms as will enable others to engage in the business with 
some hope of at least moderate reward,” said their brief. “Con- 
ditions cannot much longer continue as they are; early retire- 
ment of private capital from the field must ensue or else the 
railroad practices and charges must be made to conform more 
nearly to those standards of inherent reasonableness which 
common experience of private concerns has found essential to 
the yielding of any sort of return. Here, and in all the 
proceedings thus far had, the central and controlling purpose 
of the association has been to direct attention to the startling 
fact that at all the ports, and virtually on all the traffic, the 
railroads are performing their port terminal pperations at 
materially less than mere out-of-pocket expense and are con- 
tributinng their port terminal facilities and extensive capital out- 
lays with no separate return thereon whatsoever.” 


BALTIMORE PORT CASE 


In a reply brief in No. 18715, Baltimore Chamber of Com- 
merce vs. Ann Arbor et al., the South Jersey Port Commission 
and the Camden Industrial Traffic Club, interveners, said that 
it was obvious that if the Commission approved the recom- 
mendations of the attorney-examiner or in the event the Com- 
mission prescribed increased differentials at Baltimore under 
New York, it followed that the differentials of the other north 
Atlantic ports would of necessity have to be readjusted in 
accordance with whatever the Commission might find reason- 
able in the instant proceeding. 

They said it was their contention that the differentials at 
Philadelphia should be equalized with the differentials of Balti- 
more under New York, and that under no circumstances did 
they believe the Commission would be justified in widening the 
present spread in the differentials between Philadelphia and 
Baltimore. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
‘octen, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





TELEGRAPHS AND TELEPHONES 


(Court of Civil Appeals of Texas, Texarkana.) In action 
against telegraph company for damages resulting from error in 
transmitting message, instrument purporting to be massage as 
delivered held admissible, notwithstanding that plaintiff, on 
cross-examination, stated instrument was “just a copy,’ where 
bill of exceptions did not show that there was not other evidence 
showing instrument offered was one delivered and not copy.— 
Western Union Telegraph Co. vs. Sharp, 5 S. W. Rep. (2d) 567. 

Unless action of court on motion to strike out evidence is 
evidenced by bill of exceptions, question made by ruling thereon 
cannot be reviewed on appeal.—Ibid. 

In action against telegraph company for damages from 
erroneous transmission of message, letter from defendant’s di- 
vision general manager declining plaintiff’s claim on ground 
plaintiff had waived rights to claim against company held ad- 
missible without proof of writer’s signature, since it was relevant 
to controversy, and purported to have been written by litigant 
in reply to letters written by him.—lIbid. 

In action against telegraph company for error in transmis- 
sion of message in stating price of cows, letter from defendant 
rejecting plaintiff's claim on ground that he waived right to 
make claim by selling cows at less than actual value held 
admissible as against contention that letter was mere negotia- 
tion leading to attempted settlement, and was not binding on 
defendant as admission.—lIbid. 

In action against telegraph company for error in transmis- 
sion of message in stating price of cows, plaintiff is not entitled 
to recover interest on judgment from date cows were sold, but 
may recover interest from date of judgment.—Ibid. 

Where appellant made no complaint below of excessive 
interest included in judgment, modification on appeal reducing 
such allowance of interest will not relieve appellant of costs.— 
Ibid. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West or ia St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 


B 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Minnesota.) The state has control of 
its public highways and may constitutionally prohibit intrastate 
common carriers by motor vehicles from carrying on business 
thereon unless they obtain from the railroad and warehouse 
commission a certificate of public convenience and necessity, 
as provided by Laws 1925, c. 185. The statute does not apply 
to interstate commerce, nor does it assume to make a carrier 
for hire a common carrier against his will. The carrier must 
be a common carrier in fact. In requiring a certificate of con- 
venience and public necessity as a condition to doing business 
on the public highways as an intrastate common carrier, the 
statute does not offend the interstate commerce clause of the 
federal Constitution nor the fourteenth amendment.—State vs. 
Le Febvre, 219 N. W. Rep. 167. 

Section 14 of G. L. 1925, c. 185, which has to do with the 
granting of certificates of public convenience and necessity to 
common carriers by automobile on public highways, provides 
that it shall not apply to interstate commerce except as it may 
be permitted under the provisions of the Constitution and acts 
of Congress. This action is not unconstitutional as discrimi- 
natory or without proper basis of classification.—Ibid. 

Nor is section 2 (f), (h), c. 185, Laws 1925, unconstitutional 
in excluding those engaged exclusively in the transportation of 
children to or from school.—Ibid. 

Nor in excluding those engaged exclusively in transporting 
farm products from the point of production to the primary mar- 
ket, nor in excluding those transporting or delivering dairy 
products.—Ibid. 

Nor in excluding intracity freight carriers or carriers be- 
tween contiguous municipalities.—Ibid. 

Nor in excluding those engaged in operating taxicabs.—Ibid. 

sag in excluding those engaged in operating hotel busses.— 
Ibid. 

The delegation of power to the railroad and warehouse com- 
mission to determine upon the issuance of certificates of public 
necessity and convenience is not unconstitutional.—Ibid. 
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Carriers operating at the date of the enactment of the 
statute are not entitled to certificates as a matter of constity. 
tional right.—lIbid. 

The defendant cannot claim exemption from the statute 
because he was carrying mail upon a federal aid highway at the 
time of its enactment.—Ibid. 

(Supreme Court of Minnesota.) Abutting fee owner owns 
to center of highway subject only to public easement of travel; 
party owning fee on both sides of highway may use it as hig 
convenience and necessity requires unless and until such use 
unreasonably interferes with public travel; presence of properly 
constructed and maintained logging railroad across highway held 
not incompatible with travel thereon; construction and mainte. 
nance of logging railroad across highway by fee owner held 
not to take or damage township’s property in constitutiona] 
sense; statute reljlating to permitting logging railroads to cross 
highways held to be regulatory one; even if statute authorizes 
county board to grant to owner of fee on both sides of highway 
additional right to construct and maintain logging road acrogs 
highway, it does not take property without due process of law; 
Legislature may authorize regulation of use of public highway; 
Legislature may delegate regulation of use of highways to sub- 
divisions of state (Laws 1927, c. 288; Const. Art: 1, sec. 7)— 
Town of Kinghurst vs. International Lumber Co., 219 N. W. 
Rep. 172. 

Statute authorizing issuance of permit for logging railroad 
to cross highway held not to violate constitutional provisions 
requiring taxes to be levied and controlled for public purposes; 
statute held to authorize county board to require one procuring 
permit to construct and maintain logging railroad across high- 
way to pay board’s expenses in supervising construction and 
maintenance of crossing (Laws 1927, c. 288; Const. art. 9, sec. 
1).—Ibid. 

Statute relating to construction and maintenance of logging 
railroad across highways held not special legislation (Laws 1927, 
c. 288; Const. art. 4, sections 33, 34).—Ibid. 

Person may not question constitutionality of law not affect- 
ing him.—Ibid. 

(District Court, D, Oregon.) The reduced interstate rate 
fixed by tariff schedules for steel ship plates held to apply only 
to plates intended for use in the construction of ships, and tested 
and approved for that use, and shipments of plates not so in- 
tended nor used and not so tested and approved, and which 
were clearly classifiable under a higher rate, held not entitled to 
the special rate.—Willamette Iron & Steel Works vs. Baltimore 
& O. R. R. Co. et al., 25 Fed. Rep. (2d) 522. 


, 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





(Circuit Court of Appeals, Fifth Circuit.) Defendant’s sig- 
nature as agent on contract for shipment of cotfon by water 
and on bill of lading did not of itself give notice of agency.— 
Strachan Shipping Co. vs. Alexander Eccles & Co., 25 Fed. Rep. 
(2d) 361. 

It is unnecessary for agent to disclose principal’s name on 
face of contracts not under seal, where the other party thereto 
has knowledge or notice of fact of agency.—Ibid. 

Intent of parties to contract for shipment of cotton by 
water and bill of lading, regarding whether defendant signed 
as agent for Shipping Board, could be shown by extrinsic evi- 
dence.—Ibid. ° 

Freight contracts, relating to shipment of cotton from port 
of Brunswick, Ga., to Manchester, England, were merely pre- 
liminary, and were merged in bills of lading.—Ibid. 

A bill of lading as between charterer and shipowner does 
not supersede charter party.—Ibid. 

In libel in personam for damages for short delivery in 
shipment of cotton from Brunswick, Ga., to Manchester, England, 
evidence held to show that shipper knew or had knowledge of 
facts that put him on notice that defendant, signing as agent, 
freight contract and bill of lading containing provision that bill 
of lading should be conclusive evidence against shipowner, of 
quantity of cargo received as stated therein, was agent for Ship- 
ping Board, so that shipper could not recover from defendant 
for short delivery.—Ibid. 

(District Court, W. D., Washington, N. D.) Shipowner may 
maintain suit for limitation of liability, though there is but a 
single damage claim, in suit against him.—The Muriel. Petition 
of Nelson, 25 Fed. (2d) 505. 

Limitation of liability statute (Rev. St., secs. 4283-4285 (46 
USCA, secs. 183-185; Comp. St., secs. 8021-8023)), held to apply 
to the owner of a pleasure yacht, which had completed a voyage, 
but had not yet completed unloading, when the accident which 
gave rise to a damage claim occurred.—Ibid. 
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Petition held to state a cause of action for limitation of 
liability for death of yacht guest, due to insufficient gang plank. 
ene Court, E. D., Pennsylvania.) Where, on shipowner’s 
application under Admiralty Rule 51 for limitation of liability, 
vessel had no market price by reason of there being no market 
demand for it, because it was built by owner to meet his own 
special and peculiar needs, held that the cost of a new vessel, 
jess depreciation and plus the advantage of a vessel ready for 
use, Which would be the value of the vessel to the owner, was 
the proper standard adopted in determining the value of the 
yessel.—The Natrona, The No. 12, 25 Fed. Rep. (2d) 507. 


METHODS OF HANDLING GOODS 


The Trafic World Washington Bureau 


A conference of representatives of shippers, carriers and 
warehousemen on simplified methods of handling goods was 
held at the Department of Commerce June 6. The conference 
was called by the Bureau of Foreign and Domestic Commerce 
and the Bureau of Standards, at the suggestion of firms that 
ship goods on skid platforms, for the following purposes: 





1. To consider the use and extension through cooperative effort 
of simplified methods of handling, moving, loading and unloading 


ds. 
” 2 To promote the development of interchangeability in the equip- 


ment required for handling goods. 

3. To promote the establishment of such dimensional standards 
as may be necessary to secure interchangeability of equipment. 

The problem before the conference was outlined as follows: 

Within the past few years improvements in production methods 
have reached a point where further savings in cost are increasingly 
difficult to accomplish. Attention is consequently being focused on 
reducing the cost of physical distribution. Appliances for handling 
bulk materials have been intensively developed, but comparatively 
little improvement has been made in methods of handling the great 
majority of commodities shipped by rail and water. Many types of 
special handling, loading and warehousing equipment have been de- 
veloped, but are not as a rule adapted for general use. Shippers 
and others interested have suggested that among the types of equip- 
ment adapted for handling a wide range of commodities, the skid 
platform = lift truck seem to offer immediate possibilities for re- 
ducing costs. ¢ - 

Skid platforms or ‘skids’? have been .used for many years in 
individual establishments for handling, moving and storing a wide 
variety of commodities. About nine million are now in service, han- 
dled by power or hand operated lift trucks. Within a few years, 
certain large shippers have greatly reduced their costs of packing 
and loading goods by shipping them on skids. Carriers have benefited 
through reduction in turn-around time, and some railroads now use 
skids and lift trucks to handle their own stores as well as general 
freight. This practice is Tapidly growing but its full benefits cannot 
be realized on account of the lack of interchangeability in the neces- 
sary equipment. 

Saving already made by shippers and carriers indicate that much 
greater savings can be accompanied through active cooperation of 
all interests to bring about interchangeability in equipment and to 
promote extension of this method of shipment. 


The conference was called to order by Dr. F. M. Surface, 
assistant director of the Bureau of Foreign and Domestic Com- 
merce, following which Norman F. Titus, chief, and A. L. Cri- 
cher, assistant chief, of the transportation division of the de- 
partment, discussed questions relating to reducing costs of 
physical distribution of goods. 

Secretary Hoover addressed the conference briefly. He said 
the problem presented of reducing distribution costs was one 
of the type that obviously needed solution. He emphasized 
the point that the Department of Commerce wished to cooperate 
in voluntary effort on the part of shippers, carriers and ware- 
housemen in effecting economies through a meeting of minds. 

R. L. Lockwood, of the division of simplified practice of 
the department, said that lack of interchangeability of equip- 
ment with respect to use of skids was a main problem to be met. 

H. M. Wright, of the International Paper Company, told of 
his company’s experiences with the use of skids. He said the 
problem was to obtain standardized returnable skids and that 
the shippers would have to get certain concessions from the 
railroads for the return of returnable skids if the economies 
from the use of skids were to be realized—otherwise, said he, 
all the work along that line would be done for the benefit of 
the railroads. 

M. L. Hamaker, of the Joseph Dick Manufacturing Co., 
manufacturers of ensilage cutters and feed grinders, told of the 
use of skids by his company. He said it was essential that 
the carriers adopt a standard height for trucks if the use of 
skids was to result in the greatest benefits. He said that that 
would reduce and prevent damage claims against the railroads. 

J. C. Brown, of the American Warehousemen’s Association, 
said some warehousemen used skids, but that he did not think 
it would be practical to handle all commodities passing through 
warehouses by that method. 


M. J. Gormley, chairman of the car service division of the 
American Railway Association, pointing out that the railroads 
were friendly to standardization, voiced a warning to the effect 
that if loading on skid platforms reduced the loading in cars, 
the railroads would not be benefited but would be injured. He 
said shippers ought to be very careful and not overdo the use 
of skid platforms if such use resulted in lighter loading of cars. 
He said one of the greatest wastes was the light loading of 
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cars. As to what concessions the railroads would make with 
respect to handling returnable skids, Mr. Gormley said that that 
was a matter for the classification committees. He closed with 
a word of warning not to go so far with the use of skid trucks 
as to create a waste of car space. 

J. V. Miller, of Milwaukee, Wis., of the Chicago, Milwaukee, 
St. Paul & Pacific Railroad, said the experience of that road with 
the use of skids was exactly the reverse of that referred to 
by Mr. Gormley—that the use of skids in the distribution of 
the company’s supplies had increased the loading of cars. 

The conference adopted the following resolutions and left 
to Chairman Surface the appointment of the committee author- 
ized in the resolution: 


Whereas, Elimination of waste and reduction in ‘the cost of distri- 
bution is highly desirable, and 

Whereas, The Department of Commerce through the Bureau of 
Standards and the Bureau of Foreign and Domestic Commerce has 
called this conference at the suggestion of representative shippers 
and transportation agencies for the purpose of undertaking to reduce 
further the high cost of distributing and handling commodities in 
general commerce; 

Resolved, That those here present endorse the general idea as a 
practical and worthwhile undertaking, and 

Resolved further, That a committee should be appointed and the 
Department of Commerce be requested to cooperate with that com- 
mittee in that undertaking. 

Resolved, That the members of this committee so authorized in 
the previous resolution be empowered to appoint sub-committees to 
deal with the various phases of material handling methods, and 

Resolved further, That the first effort in reducing the cost of han- 
dling commodities in distribution be toward bringing out interchange- 
ability of skid and lift truck equipment. 


Mr. Lockwood said that although there had been intensive 
development of better methods for handling bulk goods and 
goods in process, relatively little attention had been paid to the 
cost of getting manufactured goods from the final machine or 
process into the hands of the consumer. Continuing, he said: 


A shipper of Civil War days would find little that was unfamiliar 
to him if he were to watch cars or ships being loaded or unloaded 
at many terminals today. <A large proportion of the miscellaneous 
freight which comprises one-third of all shipments today, is packed, 
handled and loaded in much the same way as it was fifty or seventy- 
five years ago, using the same kind of equipment that was used then. 
Only within a few years has the attention of shipper been focused 
on the primitive methods of freight handling which survive in so 
many shipping rooms, warehouses, and terminals. But the study 
devoted to handling methods during recent years has brought out 
startling facts, and has shown clearly how far the handling methods 
have lagged behind production methods. Engineers today are fully 
convinced that the big opportunity for further reducing the cost of 
goods lies in improvement in methods of physical distribution. 

Recognition of such facts invariably brings about, sooner or later, 
efforts to develop new methods, new devices and machines. This 
phase of industrial and commercial costs has been no exception. En- 
terprising manufacturers have developed tractors, trailers, lift trucks, 
tierring machines, all sorts of ingenious special devices for handling 
goods mechanically. Most of this equipment is for strictly local use. 
Its cruising radius is not much greater than that of a wheelbarrow. 
Individual firms select equipment suited to their needs, and usually 
standardize on certain types and sizes for one or more plants. Pur- 
chasers and users of such equipment may not consider that there is 
any necessity for them to adopt standards used by other firms, espe- 
cially by others in different lines of business. Interchangeability in 
the equipment used by one company may seem to be the only essential 
from that company’s standpoint. The fact is, however, that unless 
that equipment is made to a limited number of standards, its cost is 
unnecessarily high. If, for example, every purchaser of trucks de- 
manded a special design unlike any other, costs would be prohibitive. 
Reduction in the number of standard sizes or types invariably results 
in lower costs, since it enables manufacturers to make for stock, give 
better prices, deliveries, and service. In many cases it is an easy 
matter to use a standard machine instead of a special, and both 
manufacturer and user benefit thereby. 


Interchangeability begins to assume even greater importance as 
the use of handling equipment is extended from plant to plant, and 
in the case of equipment which may be used anywhere at any time, 
interchangeability becomes a prime requisite. The railroads solved 
their part of this problem years ago, when standard gauge was 
adopted. All locomotives are not alike, all cars are not alike; but 
any standard gauge locomotive will handle any standard gauge car. 

One particular type of equipment which has for years been exten- 
sively used in individual plants is the skid platform, or “skid,’’ han- 
dled by a lift truck. In any single plant, or group of plants con- 
trolled by one firm, it is an easy matter to make or buy skids all alike, 
or at least all adapted to be handled by one type of lift truck, so 
long as the skids are used only by one company. But within the past 
few years, one industry after another has discovered the possibilities 
for greatly reducing costs by shipping its product on skids; often on 
the same skids on which it was handled in the plant. Immediately 
the problem of interchangeability came up. There must be life trucks 
at both ends of the freight haul which could handle those skids, just 
as the locomotives on any railroad must handle the cars of their own 
or any other line. 


The situation today is that only a small proportion of the nine 
million skids in use can be handled by any given size of lift truck, 
but of 100,000 hand lift trucks in service, not over 20 per cent conform 
to any one standard of height or width. Power lift trucks, being a 
newer development, are more nearly standardized. About 90 per cent 
of the 8,000 now in use conform to a certain height and width. The 
result is that the growth and expansion of skid shipment of hundreds 
of commodities is cramped and hindered by this diversity in size of 
equipment. More and more companies are shipping goods, or demand- 
ing shipment of goods to them, on skids, in each case having to make 
individual arrangements regarding interchangeability. Savings shown 
by companies having several plants, with interchangeable equipment, 
range from 25 per cent to 90 per cent in those useless and wasteful 
items of handling, packing, and loading, where every cent saved is 
elear om. But for one company which by reason of size, or of 
multiplicity of plants, can take advantage of such savings, there are 
twenty which cannot do so, but which could easily gain similar ben- 
efits if this relatively simple equipment were built to nationally recog- 
nized dimensional standards. 

During 1927, about 19,400,000 carloads of miscellaneous freight 
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were handled, on which freight charges amounted to nearly two 
billion dollars. A considerable proportion of this vast bulk of freight 
is of a kind already handled on skids in and around individual plants. 
Direct costs of handling, loading and unloading these goods may be 
conservatively estimated at twice the amount of the freight bill. <A 
saving of 10 per cent in that cost would lift a useless burden of four 
hundred million dollars a year from industry and commerce. 


Representatives of shippers, carriers and warehousemen 
who attended the conference were: 


L. G. T. Baird, Yale & Towne Manufacturing Co.; F. J. Becker, 
American Warehousemen’s Association; E. F. Bilo, car service divi- 
sion, American Railway Association; C. M. Bonnell, Jr., Freight Con- 
tainer Bureau, A. R. A.; E. N. Boyle, American Steel-& Wire Co.; 
A. S. Brant, Swift & Co.; James C. Brown, American Warehouse- 
men’s Association; B. E. Cassou, Ford Motor Co.; S. I. Cooper, 
Southern Pacific Steamship Lines; C. B. Crockett, materials handling 
division, American Society of Mechanical Engineers; N. C. Damon, 
National Automobile Chamber of Commerce; Merle M. Davis, traffic 
manager, Hammermill Paper Co.; Charles J. Dockery, Great Atlantic 
& Pacific Tea Co.; F. W. Donahoe, National Slate Association; Nor- 
man Draper, Institute of American Meat Packers; Edwin H. Duff, 
American Steamship Owners’ Association; William Elmer, Pennsyl- 
vania Railroad; James M. Farrin, Illinois Central Railroad; M. For- 
man, R. H. Macy & Co., Inc.; C. H. Frame, American Railway 
Express Co.; J. W. Gerber, Southern Railway; J. A. Germonprez, 
Hupp Motor Car Corporation; F. J. Ginn, Chesapeake & Ohio Rail- 
road; T. T. Goodloe, Southern Railway; M. J. Gormely, chairman, car 
service division, A. R. A.; M. L. Hamaker, Joseph Dick Mfg. Co.; 
Webster S. Knight, General Electric Co.; J. E. Lee, Keystone Roofing 
Mfg. Co.; Robert A. Lesher, traffic engineer, the Port of New York 
Authority; John E. McElroy, General Electric Co.; J. V. Miller, C. M. 
St. P. & P.; J. Elmer Monroe, Bureau of Railway Economics; W. S. 
Morehead, American Railway Association; John J. O’Brien, Com- 
pressed Air Society; R. H. Rowe, American Wholesale Grocers’ Asso- 
ciation; C. D. Seeley, National Carbon Co., Inc.; R. E. Sabeam, Cham- 
ber of Commerce of the United States; H. E. Stocker, McCormick 
Steamship Co.; A. Van Vlissingen, Jr., McGraw-Shaw Co.; H. B. 
Walker, American Steamship Owners’ Association; B. H. Walter, 
American Steel & Tin Plate Co.; F. D. Winslow, Truscon Steel Co.; 
George B. Wright, Detroit & Cleveland Navigation Co.; and H. M. 
Wright, International Paper Co. 


HOCH REPLIES TO CAMPBELL 


Representative Hoch, of Kansas, in reply to the letter sent 
him by Chairman Campbell, on behalf of the Commission, rela- 
tive to procedure under the Hoch-Smith resolution, said he “must 
respectfully dissent” from the position apparently taken in the 
chairman’s letter “that the existence of an agricultural depres- 
sion must be established fully by evidence in Commission pro- 
ceedings before the Commission can legally proceed in the 
adjustment of farm freights.” 

“You refer to the fact,’ continued Mr. Hoch, “that the re- 
ports of the Anderson congressional commission, the Nagel 
committee and other business and industrial groups are not 
officially before the Commission and cannot therefore be made 
the basis of any action. It is my contention that there is no 
judicial requirement that the existence of an agricultural de- 
pression be established by evidence submitted in Commission 
proceedings. 

“Congress, which, under the Constitution, has the sole au- 
thority to regulate interstate commerce, and for which the 
Commission is merely an agency in this regard, stated in legis- 
lative enactment the fact of an agricultural depression—a fact 
which had been common knowledge—and that statement con- 
stitutes, as I view it, merely the legislative reason for directing 
that farm freights be placed on the ‘lowest possible lawful 
rates’ consistent with maintenance of adequate transportation 
service.” 

Continuing, Mr. Hoch said: 


+ 

There is, of course, no direction to the Commission to fix any- 
thing but “lawful’”’ rates, and that is to say, “just and reasonable’’ 
rates. The Commission has frequently stated that there is a zone 
within which rates may be said to be ‘‘just and reasonable’ and 
Congress did nothing but direct that farm freights be placed at 
the low point within this zone. 

The reason Congress had for making this direction, namely, the 
existence of an agricultural depression, is not in my opinion an 
evidential fact necessary to be established in the usual way before 
the Commission. In other words, I think that the Commission was 
not only justified in assuming the existence of an agricultural de- 
pression, but that in fact it was not necessary for the Commission 
to assume anything at all about that, but simply to follow the mandate 
of Congress to readjust farm freights in order to give them a pref- 
erential status within the zone of “just and reasonable’’ rates. 

I am not now speaking of the requirement that it must be shown 
by proper evidence that particular farm commodities in question are 
affected by the depression, but I am only speaking of the general 
fact of the existence of a farm depression. I do not at all believe 
it to be necessary to permit the railroads to take the time of the 
Commission in denying in general the existence of an agricultural 
depression, and I think that in pursuing such tactics, the railroad 
—s give affront to proper public sentiment in the farm coun- 
ry. 

I note fully all that you say about the magnitude of the task 
involved in these inquiries and about the difficulties that prevent 
early decisions. 'I have sought to appreciate the whole situation which 
confronts the Commission and certainly do not want to indulge in 
any unfair criticisms. But I am sure you also keenly appreciate the 
feeling of the people in the farm country who have become very 
restive under the long delay in securing any substantial measure of 
freight relief which Congress sought to bring about in the resolution 
passed nearly 3 years ago. They recall that in 1920 when the railroads 
asked large increases following the period of federal control, in order 
to restore their credit and enable them to give better service, this 
relief was granted in a summary proceeding even though it was freely 
admitted that the flat horizontal increases were not scientific and 
hit hardest the shippers of bulky products. I am well aware of the 
distinction that is drawn between that case and these major farm 
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cases, but I do believe that the whole situation has called for rather 
drastic rules for expediting action. This opinion is shared by count- 
less others. For instance, I have just received a letter from the sec. 
retary of one of the largest wool growers’ associations of the west 
stating that he has just returned from Chicago where he was jn 
attendance at the livestock rate hearings for a little over four 
weeks, and commenting upon my recent letter to the Commission, 
he says: “I was particularly impressed with what you said about 
the hearings being so long drawn out. Anyone who has attended any 
of the hearings will subscribe to everything you have said.” If there 
is nothing further that can be done to hasten action, it raises a very 
serious question as to whether or not we do not need some changes 
in our rate-making machinery. What I am saying is said with very 
great respect for the members of the Commission and with a desire 
to view the whole situation in an impartial way. 


Mr. Hoch said he appreciated fully the position of the Com. 
mission as to interpretations of section 15-a, but that he stil] 
believed that in view of ‘the continued insistence on the part 
of attorneys for the railroads that the mere fact that roads 
within the group are apparently not earning the prescribed re. 
turn constitutes all that is required to call for an increase of 
rates, the contrary interpretation needs continued emphasis.” 
He believed that, if the occasion arose, a “clear and positive 
utterance from the Commission on this question will be most 
desirable.” 


G. N.-N. P. UNIFICATION 


Attorneys for the Great Northern Pacific, the Northern 
Pacific, the Great Northern and the Spokane, Portland & Seat- 
tle, in a brief on the convenience and necessity part of finance 
No. 6409, application of the Great Northern Pacific and the 
S. P. & S. for permission of the first named to acquire the sec- 
ond named; and No. 6410, the joint application of all those 
mentioned for the Great Northern Pacific to acquire the others 
by stock ownership and lease, assert that the applicants have 
met fully all the requirements imposed by law. Therefore they 
ask that the applications pertaining to the fundamental certif- 
icates of convenience and necessity be approved. 


The brief is devoted to the acquisition phase, the major 
phase in No. 6409. The issuance of securities, the major phase 
in No. 6410, is barely touched upon in this the first of two 
volumes on the subject. The attorneys ask that: the orders 
in respect of convenience and necessity be issued sufficiently 
in advance of the orders in No. 6410 so that the lease of the 
S. P. & S. to the Great Northern Pacific may be executed prior 
to the issuance of the orders in No. 6410. 


As to the financing feature, to be dealt with in the second 
volume, attorneys for the applicants pointed out that the plan 
involved no new financing, no commissions or underwriting 
profits, no increase in fixed charges and no investment of car- 
rier funds in stock control of other roads. They said there 
were none of the objections in this plan voiced by the Com- 
mission to various financial plans in previous cases under par- 
agraph 2 of section 5. They said there was no suggestion of 
the pyramidical control disapproved in the Nickel Plate case 
and in the Unification of Southwestern Lines. Further they 
said there had been no objection by stockholders to the consid- 
eration to be given for their stock, as in the Nickel Plate and 
Southwestern cases, or as in the New York Central unification 
case. They said the plan proposed accorded non-exchanging 
stockholders equality of treatment with exchanging stockhold- 
ers and thus was not subject to the criticism made in the 
three cases cited to the effect that there was discrimination 
against minority stockholders. 


The brief calls attention to the fact that despite increased 
operating efficiency, the combined net railway operating income 
of the two northern companies, in 1926, was $6,792,873 less 
than in 1916 and that a serious situation existed as to the 
northwestern roads, with which the Commission was familiar. 
Any relief for that situation through increase in the volume of 
traffic would at best be slow and gradual. Any material in- 
crease in net earnings to enable the lines better to meet the 
needs of the public in their territory, says the brief, must come 
from reduction of operating expenses. Extensive reductions in 
cost of transportation, by judicial capital expenditures, the brief 
says, can no longer be expected. If operating expenses are to 
be reduced, its continues, some other means must be found. 
The proposed unification, with the enconomies which will re- 
sult therefrom, estimated at $10,000,000 a year, the attorneys 
assert, offers the most immediate and certain means of accom- 
plishing that object. 


The Watertown (S. D.) Chamber of Commerce, in its brief 
and argument, asked that the Commission accord not too much 
weight to such opposition to the unification as had developed 
from purely selfish interests and localities which feared the 
loss of duplicate terminals, payrolls, employment and other 
incidental considerations, which, it said, had no place in the 
determination of a matter of widespread public interest involv- 
ing a far-reaching economic principle. The chamber of com- 
merce expressed the belief that the anticipations of the Chi- 
cago, Milwaukee, St. Paul & Pacific, the principal opponent to 
the unification, were largely imaginary and would prove to be 
without foundation. 
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Freight Rates 


Thirty-First of a Series of Fifty-two Articles on This Subject, Written for The Traffic World, 
by G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Eastern Rate Adjustment—Part III 


In addition to the port groups and arbitrary territories dis- 
cussed in the preceding article, the territory east of the western 
termini of the trunk lines is divided into a number of interior 
groups for making eastbound and westbound rates between these 
groups and the percentage groups, west of the trunk line termini. 
The rates between these interior groups and the Central Freight 
Association groups are based on and related to the rates ap- 


Table No. 1 


NEW ENGLAND-C. F. A. RATE ADJUSTMENT 
EASTBOUND CLASS RATES 


Rates in Cents Per 100 Lbs. 


From To 

Chicago, Ill Now York, NM. ¥.*...... 

Boston Differentials 

Chicago, Ill Boston, Mass.* 

Chicago, Ill Lowell, Mass.* 

Chicago, Rutland, Vt.* 

Chicago, Burlington, Vt.* 

Chicago, Rockland, Me.* Rn 
Chicago, New London, Conn.* ... 130. 
Point Levis Differentials Over New 


Point Levis, Can.* . 
Chicago, IIl Montreal, Can.* 142 |124.5) 94. 
Chicago, Ill St. John’s, Que., Can.*|142 |124.5) 94. 
Sherbrook Differential over New York.| 9 8 6. 
Chicago, Ill Sherbrooke, Can.* ....|151 |132.5}101 


- *Via Standard All-Rail Routes. 
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plying eastbound and westbound between the Atlantic port 
groups and the percentage groups in Central Freight Association 
territory, either by taking single or double percentages of these 
rates or by adding or subtracting differentials or arbitraries. 


The New England-C. F. A. Adjustment 


In addition to the Boston group, which includes a large 
number of shipping and receiving points in southern and eastern 
New England, the territory of the New England Fright Associa- 
tion is divided into a number of groups, including Rutland and 
Burlington, Vt.; Rockland, Maine; Lowell and Boston, Mass.; 
and New London, Conn. The Point Levis, Montreal, St. John’s 
(Quebec), and Sherbrooke groups in Canada are also related to 


Table No. 2 


NEW ENGLAND-C. F. A. RATE ADJUSTMENT 
WESTBOUND CLASS RATES 


Rates in Cents Per 100 Lbs. 


From To 
New York, N. Y...Chicago, Ill.* 
New York, N. Y...Chicago, IIl.7 
Differential Routes. Differentials 
Chicago, Ill.* 
Boston, Mass Chicago, Ill.7 
Differential Routes. Differentials. ... 
Lowell, Mass....... Chicago, : 
Lowell, Mass Chicago, 
Rutland, Vt Chicago, 
Burlington, Vt Chicago, 
Chicago, 
Chicago, 
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Rockland, Me 
Rockland, Me 
New London, Conn. Chicago, a s 6 
New London, Conn. Chicago, 4 -5] 91. 
Point Levis Differ- 

entials Over... New York | 16 fa | 8 
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Point Levis, Conn. Chicago, Ill. .5|110.5/79/66 55. 
Montreal, Can Chicago, Il. 5] 94.5/66|56.5]47. 
St. John’s, Que., 


Canada Chicago, Ill. -5| 94.5|66/56.5]47. 
Sherbrooke Differ- 

ential Over.... New York | 9 | oo 4 | 2. 
Sherbrooke, Can...Chicago, IIl. 5]101 |71/60.5|50 


*Via Standard and All-Rail Routes. 
7Via Differential All-Rail Routes. 
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the New England groups in connection with traffic between 
this territory and the C. F. A. groups. There are many minor 
variations and exceptions in the relationship of these groups, 
depending on the origin and destination groups in Central 
Freight Association territory. 

Tables 1 and 2 illustrate the adjustments of rates east and 
west bound between groups in New England and the 100 per 


cent groups in C. F. A. territory. Rates between these New 
England groups and other C. F. A. groups are related to the 
100 per cent group by percentages under and over 100 per cent, 
ranging from 60 to 120 per cent, subject to hold-downs of rates 
between other eastern groups and some of the lower percentage 
C. F. A. groups. 

Lower rates than the standard all-rail rates are sometimes 
available by way of the United States differential and Canadian 
differential all-rail routes, such as the route via the Boston & 


Table No. 3 


Cc. F. A.-INTERIOR NEW YORK RATE ADJUSTMENT 
EASTBOUND CLASS RATES 


Rates in Cents Per 100 Lbs. 
Classes 
From 3 4 5 6 
Chicago, Ill 94.51/66 (56.5/47. 
Erie, Pa 56.5/39.5/34 |28. 
Cleveland, O.... 6 
Chicago, Ill 
Erie, Pa 
Cleveland, O... 
Chicago, Ill 
Erie, Pa 
Cleveland, O....Utica, N. 
Chicago, IIl Syracuse, 
Erie, P Syracuse, 
Cleveland, O... Syracuse, 
Chicago, Ill Rochester, 
Chicago, Ill Mt. Morris,.N. Y.... 
Youngstown, O.Rochester, N. Y 
Youngstown, O.Salamanca, N. Y 
Erie, Pa Rochester, N. Y 
Cleveland, O....Rochester, 





Maine to Bellows Falls, Vt., Rutland R. R. to Norwood, Mass., 
New York Central to Suspension Bridge, N. Y., Michigan Central 
in connection with the Pere Marquette Railroad or Wabash 
Railway to Chicago; or the route via the Boston & Maine, Cen- 
tral Vermont, to St. John’s (Quebec), and Grand Trunk Railway 
to Chicago. 

The Boston group is, by all odds, the most important one 
in New England and dominates the east-end groups in this ter- 
ritory to a great extent. 


Interior New York Groups-C. F. A. Groups’ Rates 


Class rates between the rate groups in interior New York 
and C. F. A. territory are made usually by deducting differen- 
tials or taking percentages from the class rates applying to or 


Table No. 4 


INTERIOR NEW YORK-C. F. A. RATE ADJUSTMENT 
WESTBOUND CLASS RATES 


Rates in Cents Per 100 Lbs. 

Classes 

From To 3 4 
New York, N. Y.. Chicago, 94.5166 
New York, N. Y.. Erie, Pa. 56.5|39. 
New York, N. Y...Cleveland, 67 |47 
Chicago, 75.5|54 
Erie, Pa. 54.5|37. 
Cleveland, O 54.5]37. 
Ogdensburg, ..Chicago, Ill 5/62 
.. Erie, Pa. -5/42. 
.. Cleveland, O. 47 


Albany, N. 


Ogdensburg, 
Ogdensburg, N. 
New Berlin, N. Y...Chicago, Ill 


New Berlin, N. Y...Erie, Pa. 

New Berlin, N. Y...Cleveland. O. 

Rouses Point, N. Y. 

Rouses Point, N. Y. Erie, Pa.* 

Rouses Point, N. Y. Erie, Pa.7 

Rouses Point, N. Y. Cleveland, O.* 

Rouses Point, N. YCleveland, O.7 
*Via Standard All-Rail Routes. 
+Via Differential All Rail Routes. 
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from the New York group, observing certain group to group 
rates as maxima or minima. Thus, the rates are related to the 
New York rate scales and to each other in order to maintain 
traditional relationships dictated by the exigencies of carriers 
or by commercial competition, and, at the same time, reflect the 
relative distances between the various groups. 

Rates between the Albany group and C. F. A. percentage 
groups are usually 20 per cent less than the rates between the 
New York group and C. F. A. groups westbound, observing the 
New York to 71 per cent group rates as minima. Eastbound 
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rates from C. F. A. groups to Albany are usually 96 per cent 
of the rates from the same percentage groups to New York. 

Westbound class rates from the Syracuse group are, as a 
rule, 70 per cent of the rates from the New York group, while 
eastbound rates to the Syracuse group take percentages vary- 


Table No. 5 





WESTBOUND CLASS RATES 
LOWER MIDDLE STATES GROUPS TO C. F. A. GROUPS 


Rates in Cents Per 100 Lbs. 


From To 2 
Baltimore, Md...... Ln acaererats 116. 
Washington, D. C.. Chicago, ay ane 116. 
Baltimore, Md...... Toronto, ae 2 94. 
Washington, D. C.. Toronto, ee} 102. 
Washington Arbitraries ............. 8 
New York, N. Y...Chicago, 
Far Rockaway, N.Y.Chicago, 
Far Rockaway Arbitraries 
Patchogue, N. Y....Chicago, 
Patchogue Arbitraries .....ssecccsses 
Montauk Pt., N. Y..Chicago, Ill. ...... 
MOOT ATUITEBTIOR 0 iic cc sicavictiececce 
Scranton, Pa....... 
Cumberland, Md... Chicago, 
Richwood, W. Va...Chicago, 
Elkins, W. Va...... Chicago, 
Cumberland, Md.. 
Richwood, W. Va.. 
Clarksburg, W. Va. Buffalo, : 
Fairmount, W. Va..Buffalo, N. Y..... 
Richwood, W. Va...Buffalo, N. Y..... 
Williamsport, Pa...Chicago, Ill. ...... 
Williamsport, Pa...Pittsburgh, Pa.... 
Baltimore, Md...... Pittsburgh, Pa.... 
Baltimore, Md...... Columbus, 
Columbus, O....... Baltimore, — 
Richwood, W. Va., Minimum Scale... 
Elkins, W. Va., Minimum Scale...... 
Scranton, Pa...... Detroit, Mich. 
Johnstown, Pa..... Detroit, Mich. 


oe. 


ors 


o eereee 


or one 
or 
cnonenen or or uo 


Wrewewo co 
= 


. Youngstown, Baitna 
Youngstown, O.... 
Y 


CIMArNDCOOM MP WHMIS -~101 


cnenen orenen 


ing from 74 to 84 per cent of the New York rates, the per- 
centages varying roughly with the distance. Class rates from 
the New Berlin, N. Y., group are usually made by taking dif- 
ferentials from the New York rates to the same C. F. A. groups. 
Rates from the Rouses Point, N. Y., group are made, in most 
instances, by adding 20 per cent of the rates from New York 
to the C. F. A. groups to the rates applicable from Albany to 
the same groups. 

Rates from the Ogdensburg, N. Y., group are constructed 
either by using the Boston rates, with the rate from Ogdens- 
burg to 78 per cent territory as minima, or by taking differ- 
entials from the New York group-to C. F. A. group rates. 

Eastbound class rates from C. F. A. percentage groups to 


Table No. 6 


EASTBOUND CLASS RATES 
A. GROUPS TO LOWER MIDDLE STATES GROUPS 
Rates in Cents Per 100 Lbs. 


Cc. F. 


From To 2 Loa a 
Chicago, Ill Baltimore, Md. .../139 {121.5 
Chicago, Ill Washington, D. C./139 (121.5 
Toronto, Ont.,Can..Baltimore, Md....{111 97 
Toronto, Ont.,Can..Washington, D. C.|125 
Washington ‘Arbitraries from Canada| 14 
Chicago, Ill New York, N. Y..({142 
Chicago, Il Far Rock’ way, N. Y. ]148.5 
Far Rockaway Arbitraries 6. 
Chicago, Ill Patchoque, N. Y../151 
Patchoque Arbitraries 9 
Chicago, Ill Montauk Pt., N. Y./159. 
Montauk Point Arbitraries 17. 
Chicago, Ill Philadelphia, . .{140 
Chicago, Atlantic City, N. J.|147 
Chicago, Scranton, Pa. . -{140 
CmICReO, “Th... . 665 Cumberland, Md..|113. 
Chicago, Richwood, W. Va.!113. 
Chicago, Belington, W. Va./113. 
Chicago, Elkins, W. Va....!113.5 
Chicago, Grafton, W. Va...| § 
Youngstown, O..... Cumberland, Md .| 
Youngstown, O Richwood, W: Va. 
Buffalo, + Clarksburg, W.Va. 
Buffalo, N. Fairmount, W.Va. 
aes Arbitraries over Clarksburg, 


NSN oN 
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Chicago, Ill 
Chicago, Ill 
Pittsburgh, Pa 
Pittsburgh, Pa 
Columbus, O 


Johnstown, Ree 107. 
Williamsport, Pa..|139 
Williamsport, Pa..| 76 
Baltimore, Md. ...| 77 








Baltimore, Md. ...]106.5] 93° 


the Utica, N. Y., group are made by taking percentages ranging 
from 83 to 91 per cent of the rates to the New York group, ob- 
serving as minima the rates from the same C.F. A. groups to the 
Rochester, N. Y., group. Rates to the Rochester and Mount 
Morris, N. Y., groups are made by taking percentages ranging 
from 63 to 76 per cent of the rates from the C. F. A. groups to 
the New York group, with the rates to Buffalo or Salamanca, 
N. Y., as minima. 

Table No. 3 reproduces representative eastbound rates from 
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Cc. F. A. percentage groups to the interior New York groups, 
while Table No. 4 indicates the corresponding westbound aq. 
justments. 

Lower Middle States Group Rates 


South of the interior New York groups and west of the 
Atlantic port groups are a number of rate groups in Pennsy). 
vania, Maryland, Delaware, Virginia, West Virginia, and the 
District of Columbia, including some points in other states that 
have rate adjustments based on these groups. Included among 
these groups are the Cumberland, Md., Belington-Elkins, and 
Richwood, W. Va., Williamsport, Johnstown, and Scranton, Pa., 
Delmar, Del., and Quantico, Va., and Washington (D. C.) groups, 

Rates between these groups and percentage territory are 


Table No. 7 


EASTBOUND C. F. A.-VIRGINIA CITIES ADJUSTMENT 


CLASS RATES 


Rates in Cents Per 100 Lbs. 

asses —————, 

From To 2 4 
Chicago, 
Chicago, 


ao 


91.5/63 
-5/63 
-5/63 


Baltimore, Md. 121. 
Norfolk, Va. 121. 
Richmond, Va. 121. 
Blackstone, Va. 121. 
Chicago, Strasburg, Va. 121. 
Chicago, Roanoke, Va. 121. 
Chicago, Charlottesville, 
Pittsburgh, Pa..Baltimore, Md. 
Pittsburgh, Pa..Norfolk, Va. .......<: 106. 
Pittsburgh, Pa..Richmond, Va. 
Columbus, O... Baltimore, Md. 


Chicago, 
Chicago, 


CIOIOWVOTOWSTONOT 


CINE = =OIOoTo1ore1 ore 
© C9 CO DO Me oe ee ee 
C12 C19 CAS COT nh wim nh phe ve nm oe 
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made in several ways. One method of construction is to base 
the rates on the rates applying between a port group and the 
same groups in C. F. A. territory. Under this plan the Wash- 
ington group receives the same bases of rates to C. F. A. ter- 
ritory, except to points in Canada, as the Baltimore port groups. 

Another plan is to give one group a series of class rate 
arbitraries to be added to the rates applicable to the port groups 
rates. Rates are so constructed from the Long Island arbitrary 
groups over the New York group rates, while the Delmar, Del., 
group rates to C. F. A. points are made by adding arbitraries 
to the Baltimore group rates. 

In still other cases, rates from interior groups are made 
by taking percentages of the rates applicable from some impor- 
tant port group. The rates from the Scranton group to C. F. A. 
groups are normally 80 per cent of the rates from New York 
to the same percentage groups and the rates from Cumberland, 
Md., are 77 per cent of the New York rates. These percentage 
relationships are not always constant, but vary, in some in- 
stances, with the locations of the C. F. A. groups. 

Another plan of rate construction used in constructing rates 
from interior lower middle states’ groups consists of relating 
the rates from one group to those applying from another in- 
terior group. Thus, the rates from Richwood, W. Va., are the 
same to most C. F. A. percentage groups as the rates from the 
Cumberland, Md., group, and the rates from the Elkins, W. Va., 


Table No. 8 


WESTBOUND VIRGINIA CITIES ADJUSTMENT 
CLASS RATES 


Rates in Cents Per 100 Lbs. 
Classes 
To 4 
Chicago, 87.5/60 {51. 
Baltimore, Md....Chicago, -5163 |53. 
Richmond, Va....Chicago, 51. 
Lynchburgh, Va. .Chicago, 
Lexington, Va... Chicago, 
Alexandria, Va...Chicago, E 
Baltimore, Md....Toronto, Ont., Can./118 
Alexandria, Va...Toronto, -., Can./128 
Baltimore, Md...Pittsburgh, Pa 7 
Norfolk, Va Pittsburgh, Pa 
Richmond, Va... Pittsburgh, eon 
Baltimore, Md....Columbus, O.. 
Columbus, O Baltimore, Md. 


From 
Norfolk, Va 


. — en & 6 oe oo ee 
CISION OTST 


89 
*|t08. 5] 93 


group are normally the same as the rates from the Cumberland 
group. 

Rates are sometimes based from interior groups to C. F. A. 
groups, on the same basis as rates from another group, observ- 
ing, the scales of rates from a third group as maxima. Such 
rates are said to be held down by the maximum scale. 

This brief list does not exhaust the plans used in construct- 
ing rates in this territory, but may be regarded as fairly rep- 
resentative of the principal types of construction. 

Regardless of the plan used, the rates from lower middle 
states groups to C. F. A. percentage groups are usually made 
subject to certain Trunk Line-C. F. A. group to group rates as 
minima or to certain arbitrary scales as minima. 

Thus, the rates from the Williamsport group to C. F. A. 
groups are usually subject to the rates from Baltimore to the 
60 per cent group as minima. Another scale of rates exten- 
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June 9, 1928 


“THE WHITE MOTH?” is one of the 


fleet of 61 named Pennsylvania freight trains 
that have set remarkable records for regular- 
ity and dependability of on time arrival. 


ie spring and summer any moth will fly 

close to a light—daring the flame with 
its fragile wings. Some moths go a little 
too close and presently their flying days 
are done. Others use discretion and re- 
main to fly another day. 


“The White Moth” of the Pennsyl- 
vania is attracted to the light of On Time 
Fame that has been shining over the 
fleet of trains known as the “Limiteds of 
the Freight Service”. And yet it knows 
enough to keep out of trouble. Daily it 
turns in remarkable records for on time 
performance—but its every movement is 
carefully guarded so that there will be no 
singeing of wings. 

With traffic originating at Eastern Sea- 
board and that picked up at Pittsburgh, 
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Flying close to the light of | fame 
without singeing its wings 


Here are some other Pennsyl- 
vania freight trains whose 
regular on schedule perform- 
ances have earned them dis- 
tinctive names: 


‘*THE CAT BIRD’’ 
Perishable — Merchandise 
Norfolk to New York 


‘*THE BULL DOG” 
Merchandise 
Akron to Seaboard Cities 


“THE CRACKAJACK’”’ 
Merchandise 
Buffalo to Seaboard Cities 
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“The White Moth” runs to Ft. Wayne, 
Ind., and handles all classes of freight 
(excluding minerals) between these im- 
portant terminals. 


The line of flight of “The White Moth” lies 
through Pittsburgh, Pennsylvania, Canton, 
Ohio, and Crestline, Ohio. Shippers of goods 
have found it a thoroughly reliable train—one 
that maintains a steady, dependable on sched- 
ule performance. 


In order to keep up the standard of excel- 
lence that this important carrier has set ““The 
White Moth” is manned by competent train 
crews who understand the importance of the 
words “‘ontime”. To their efforts is added the 
cooperation of hundreds of men along the route 
whose business it is to get the freights of the 
Pennsylvania through safely—and_ consis- 
tently on time. 


Carries more passengers, hauls more freight than any other railroad in America 


PENNSYLVANIA RAILROAD 
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sively used as minima is the Baltimore-Columbus scale. The rates 
from the Richwood group, normally the same as the Cumberland 
rates, are subject to a minimum scale, as are the rates from 
the Elkins group. 

Table No. 5 is representative of rate constructed on one 
of these several plans. 


The Virginia Cities Adjustment 


Rates between the Virginia City groups and Central Freight 
Association groups represent a blending of the Trunk Line- 
C. F. A. rate adjustment and the C. F. A. Southeastern adjust- 
ment, which will be discussed later. 

Eastbound rates from C. F. A. percentage groups to the 
Virginia cities are based on the rates applicable to Norfolk, 
Richmond, or other Virginia cities, or by adding arbitraries to 
the rates applicable to these most important basing groups. 
The eastbound rates to the Norfolk groups, in turn, are based 
on the rates to the Baltimore group, observing the Columbus- 
Baltimore scale of rates as minima. 

The Virginia cities adjustment of eastbound class rates is 
an interesting study in rate relationships. Several rate systems, 
the Central Freight Association-Trunk Line, the local Trunk 
Line adjustment, the North Atlantic Port differential relationship, 
and the C. F. A.-Southeastern adjustment, merge into one 
another. The eastbound class rate to the Virginia cities groups 
from C. F. A. territory are geverned by the Southern Classifica- 
tion and exceptions thereto. 

Table No. 7 shows representative eastbound rates from 
C. F. A. percentage groups, Chicago, Pittsburgh, and Columbus 
to the Virginia cities group points. 

Westbound class rates from the Virginia cities groups are 
made in much the same way as the eastbound rates. The 
boundaries of the zones are not the same and slightly different 
relationships are observed. A large part of the territory takes 
westbound rates based on the eastbound or on arbitraries over 
thege rates or over the Baltimore rates. Norfolk, Richmond, and 
Lexington are important group rate centers. 

Table No. 8 illustrates some representative westbound Vir- 
ginia cities groups-C. F. A. class rates. 


FREIGHT CLAIM MERTING . 


“If we are to meet the conditions with which we are con- 
fronted today on the railroads_of this country, in even a fairly 
satisfactory manner, it appears now to be necessary to do it 
largely by the elimination of waste and by increasing production 
of transportation.” 

R. B. White, president of the Central Railroad of New Jer- 
sey, expressed this opinion in an address at the thirty-seventh 
annual convention of the Freight Claim Division of the Ameri- 


can Railway Association, at Detroit, Mich., this week. Continu- 
ing, he said: 


Little or no relief is in sight to lighten our evér increasing tax 
burden and you are’ all very familiar with the prevailing tendency 
of public regulating bodies to lower rates and to require large ex- 
penditures for non-productive improvements. Although the population 
of the United States is now and has been increasing at the rate of 
21 per cent every ten years, railroad tonnage is not increasing in a 
like proportion. In fact, it is almost stationary. Because of that 
situation the railroads are face to face with our constant problem 
of getting ‘‘a little more out of what we already have.” 

The claim department of our railroads have been helpful in the 
elimination of waste but if you are going to accomplish as much 
fn this girection as I am sure you are anxious to accomplish, it 
is necessary that you have the wholehearted and sympathetic sup- 
port of not oniy the departments interested but the employes them- 
selves. Good service never meant more than it does today, and by 
this same token poor service never cost as much as it does today. 

The most favorable change in public sentiment in favor of the 
railroads which has taken place during the past few years and 
which has been so helpful in assisting the railroads in bringing their 
service up to the present high standard, should be strengthened for 
it is needed and is very helpful. 

Many means of transportation are in use today which a few years 
age were either unthought of or believed impossible. Others will 
doubtless come but I am sure the railroads will be depended upon 
for many years to come to move the great bulk of freight and pas- 
senger traffic. If we are to retain the larger portion of this available 
traffic, it will be necessary for us to handle it in the manner most 
satisfactory to the public. On this account, our work and the work 
you are doing in this particular department becomes increasingly 
more important, more intensive and more exacting as the years pass. 


R. H. Aishton, president of the American Railway Associa- 
tion, in part, said: 


The railroads have made an enviable record in the matter 
of increased operating efficiency in the past eight years, greater 
strides in that direction having been achieved by them than by al- 
most any other industry. Reports for the first quarter of this year 
indicate that improved efficiency is not only being maintained but, 
for the most part, is also increasing with indications that 1928 will 
prove to be a banner year. 

Largely as a result of this increased efficiency on the rt of 
the railroads, the shippers of this country today are receiving the 
best and most dependable transportation service ever offered to them. 
So long as the railroads are able to furnish the public with depend- 
able and satisfactory service as they have done in recent years, I 
| = me the carriers have little to fear from professional railroad 

ters. 


Thomas C. Smith, of New York, chairman of the Freight 
Claim Division, presided. 
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The convention was attended by approximately 500 mem. 
bers of the Freight Claim Division, representing practically a) 
railroads in the United States, Canada and Mexico. 

Figures showing claims paid by railroads of the United 
States and Canada in 1927 growing out of loss and damage to 
freight shipments were submitted by the freight claim preven. 
tion committee. (See Traffic World, April 7, p. 846.) 

Figures shown in the same issue of The Traffic World as 
to losses due to robbery of freight while in transit were also 
submitted. - 

As a feature of the annual convention a joint luncheon 
was held, participated in by the Detroit District Shippers’ Con- 
ference of the Detroit Board of Commerce and the freight claim 
division of the A. R. A. at the Book-Cadillac Hotel June 7, 
About 250 freight claim agents and traffic managers of Detroit 
industries attended. C. A. Sullivan, president of the conference 
and traffic director of the Fisher Body Corporation, presided. 
L. G. Macomber, director traffice-transportation of the Detroit 
Board of Commerce, addressed the gathering. Thomas C. Smith, 
chairman of the freight claim division of the A. R. A. and 
freight claim agent of the Central Railroad of New Jersey, 
responded. 

The meeting was arranged to demonstrate to the conven- 
tion the spirit of organized cooperation that prevails among the 
carriers and shippers in the Detroit district. As indicative of 
this, the speaker’s table was arranged alternating with C. A. 
Sullivan, L. G. Macomber, Thomas C. Smith, F. J. Armstrong, 
chairman of the shippers’ conference claim and claim preven- 
tion committee; G. F. Wheeler, chairman of the Detroit-Toledo 
claim conference of the A. R. A.; H. D. Fenske, secretary of the 
Detroit District Shippers’ Conference; H..T. Lively, chairman- 
elect of the freight claim division, and general claim agent 
of the Louisville & Nashville; John D. Shields, chairman of 
the public relations committee and a newly elected first vice- 
president of the freight claim division, and A. R. McNitt, newly 
elected second vice-president of the freight claim division and 
freight claim agent of the Union Pacific. 


DOINGS OF THE TRAFFIC CLUBS 


The program for the business sessions of the convention 
of the Associated Traffic Clubs of America at San Francisco 
and Oakland next week is as set forth in this column last 
week, except that it has been definitely decided to hold the 
second day’s sessions at Oakland in the Rose Room of the 
Hotel Oakland. At noon adjournment the first day, June 12, 
there will be a luncheon at the Palace Hotel under the au- 
spices of the Pacific Traffic Association. In the afternoon, after 
the business session, delegates will leave the hotel at 5:25 for 
a trip to the tavern at the top of Mt. Tamalpais for the annual 
dinner dance, which will be informal. The second day, the 
luncheon will be at the Hotel Oakland under the auspices of 
the Oakland Traffic Club. At the close of the business session 
in the afternoon an automobile trip to the Eastbay district is 
planned. After viewing the city docks, the party will be taken 
to the OaGland Airport, whence they will be taken by airplane, 
if they desire, back to San Francisco. That evening a dinner 
will be held on board the steamer President Grant, of the 
Dollar Line. At 10:00 p. m. there will be a “stag” at the 
Transportation Club. The third day, June 14, has been set 
aside. entirely for pleasure, the business program occupying 
only two days, except that the board of directors will meet 
June 11. There will be a sightseeing trip over San Francisco 
and the peninsula, a trip through Chinatown, and a golf tour- 
nament. The Women’s Traffic Club of San Francisco will look 
after the entertainment of the ladies who visit the convention 
with the delegates, when business sessions and stag entertain- 
ments are in progress. The Fageol Motor Company will donate 
the use of two large double decked busses for the Oakland 
sight-seeing. The arrangements for the entire convention have 
been made by the cooperative efforts of the Pacific Traffic 
Association of San Francisco, the Transportation Club of San 
Francisco, the Women’s Traffic Club of San Francisco, and the 
Traffic Club of Oakland. The following are members of the 
Oakland committee: 


General Committee: J. D. Yates, Chairman, W. J. Cuneo, G. P. 
Pell, E. G. Wilcox, L. A. Niell, L. B. Hughes, M. D. McCarl, 
A. H. Glockman, and T. T. Harrington. 

Arrangement Committee: W. J. Cuneo, Chairman, J. H. Pagnello, 
E. C. Allender, F. A. Bell, D. T. Costello. 

Entertainment Committee: G. P. Pell, Chairman, W. K. Sempey, 
J. Warrack, S. Smith, H. F. Hirschey. 

Transportation Committee: E. G. Wilcox, Chairman, W. G. Cur- 
tiss, I. L. Kelly, G. L. MacDonald, T. S. Ward, T. Arthur. 

Reception Committee: L. A. Niell, Chairman, L. B. Hughes, J 
H. Crowley, A. W. May, W. M. Casselman, T. S. Fitzpatrick, A. H 
Glickman, G. D. Cron, E. W. Hacke, G. Wagner, T. H. Moore. 

Program and Publicity Committee: L. B. Hughes, Chairman, T. 
T. Harrington, E. M. Valleno, J. Burt, W. A. Ellwood, E. G. Wilcox, 
A. Rowland, H. Hinman, C. Schill, F. M. Chandler. 

Air Transportation: M. D. McCarl, Chairman, I. B. Taylor, G. 
B. Dill, T. J. Halerow, W. A. Schuur, L. Weigner. 





The Traffic Club of Chicago has appointed P. R. Flanagan 
and H. A. Palmer delegates to the convention of the Associated 
Traffic Clubs of America at San Francisco next week. A golf 








No. 23 
mem- 
ly all 


Jnited 
ge to 
reven- 


‘Id as 
! also 


cheon 

Con- 
claim 
he 7. 
etroit 
rence 
sided. 
etroit 
mith, 
. and 
rsey, 


nven- 





June 9, 1928 


PEP eee eee belElubllll 


fen (ene) (2 (een 


=) (e) 


eee eee 


(6) |) 


laigieieeS 


pe 


j 


Gee 


The 


Rate Committee 


Docket 


is the first public notice the carriers 
give of their intention to consider 
rate changes. The shipper who 
keeps a careful watch on the dockets 
of all the carriers’ committees al- 
ways knows the exact situation with 
regard to his rates and those of his 
competitor. 


When he sees a rate in which he 
is interested mentioned in one of 
these dockets, as published in 


The Traffic Bulletin 


he knows he still has time to let 
the committee have his views in 
the matter, and he expresses 
them, either for or against the 
proposal. 





Are you taking advantage of 
this privilege of having a voice 
in the making of your own rates? 


Besides the dockets of eighteen rate 
committees, THE TRAFFIC 
BULLETIN prints regularly the 
hearing bulletins and disposition 
notices of several of them, and more 
than ten other important items. 


May we send you a copy 
of the current number? 


The Traffic Bulletin 
418 S. Market St. Chicago, Illinois 
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50 MILES» 
OF 


Deep Water Frontage 


— > 











Ohe 


Port of Houston 


is more than 50 miles long—an inland 
deep-water port offering unlimited fa- 
cilities to manufacturers looking for an 
outlet to the sea. 



















Houston is a thriving metropolis of 
280,000 inhabitants making labor plen- 
tiful — 18 railroads serve Houston, 
meaning fast transportation to and 
from the Port as well as competitive 
rates. Ideal weather the year ’round 
—low cost fuel, being right in the heart 
of large oil and gas fields. 





















Where could you locate an 
industrial plant or ware- 
house to better advantage? 
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Write for FREE copy of the 


PORT BOOK 


Contains facts worth knowing 
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Address 


5th floor, Courthouse 
HOUSTON - : TEXAS 
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tournament will be held at the Calumet Country Club June 
15. Fifteen prizes will be awarded to the winners in the vari- 
ous events. 





The Traffic Club of Wichita held a meeting at the Wichita 
Club June 7. John C. Jeffords, industrial commissioner, Wichita 
Chamber of Commerce, was the speaker. W. M. Farrell, rector, 
St. Mary’s Cathedral, will be the speaker at a meeting to be held 
June 14. A banquet under the joint auspices of the traffic club, 
board of trade and chamber of commerce will be held at the 
Lassen Hotel June 20 for the members of the Trans-Missouri- 
Kansas Shippers’ Advisory Board. The regular meeting sched- 
uled for June 21 will not be held. 





The Traffic Club of New Orleans will hold a “basket-picnic” 
at Jackson Park, Mandeville, La., June 16. The program of 
entertainment includes games, sports and dancing. Prizes will 
be awarded winners in the various contests. W. J. Tremaine, 
assistant general freight agent, Illinois Central, has been elected 
secretary of the club, succeeding J. W. Mooney, who resigned 
because of removal from the city. 





The Traffic Club of New York will hold a “Golf Outing” at 
the Westchester-Biltmore Country Club June 19. Numerous 
prizes will be offered in the various contests included in the 
program. 





The regular monthly luncheon of the Little Rock Traffic 
Club will be held at the LaFayette Hotel June 11. It will be 
designated ‘Ladies’ Day.” Secretary Joe Meaders is in charge 
of the program. 





The Women’s Traffic Club of Los Angeles held a meeting 
at the club rooms of the Los Angeles Transportation Club June 
6. TT. C. Burwell, president, and F. A. Doebber, secretary, As- 
sociated Traffic Clubs of America, were guests of honor. A 
number of delegates from eastern clubs on their way to the 
annual convention at San Francisco were present. 





The annual outing and election of officers of the Traffic 
Club of Cleveland will be held at the Congress Lake Country 
Club, Canton, Ohio, June 18. A. H. Brown, assistant traffic 
manager, Cleveland Chamber of Commerce and an attorney at 
law, is the unopposed candidate for president, having success- 
fully served as second and first vice-president. The Wheeling 
& Lake Erie will run a special excursion train from Cleveland. 
A program of golf and other entertainment has been provided 
by C. M. Dilworth, chairman, entertainment committee, included 
in which is the New York Central Lines’ West Band and the 
Delaware & Hudson quartette. 





The Canton Traffic Club will hold its eighth annual outing 
at the Shady Hollow Country Club, about six miles west of 
Canton, June 26. An attendance of about 200 is expected. A 
reception for new members will be held at the Eagles Club 
Rooms June 25. 





The Traffic Club of Atlanta held a meeting at the Atlanta 
Athletic Club June 4. The program was sponsored by the 
Coca-Cola Company. Harrison Jones, executive vice-president 
of that company, spoke on “Selling Transportation.” The Traf- 
fic Study Club held a meeting at the Atlanta Chamber of Com- 
merce June 6. N. P. Leary, traffic representative, United States 
Shipping Board, was the speaker. 





The Oklahoma City Traffic Club held a luncheon at the 
Skirvin Hotel June 4. There was a program of entertainment. 





The Transportation Club of St. Paul held the last of its 
regular noon luncheons for the season at the Saint Paul Hotel 
June 5. G. A. Youngquist, attorney general of Minnesota, 
spoke on “Our Relations with the Federal Government.” The 
fourth dance of the club season was held at the Weequah Canoe 
Club June 8. 





The Traffic Club of Newark held a meeting at the Chamber 
of Commerce June 4. Fred L. Broad, secretary, Marine Y. M. 
C. A., Hoboken, N. J., spoke on “Seafarers and Their Contribu- 
tion to Civilization.” ‘There was a program of entertainment. 





The regular meeting of the Traffic Club of Sioux City was 
held at the Chamber of Commerce June 6. The educational 
committee arranged discussion on the following subjects: “The 
Significance of the S. L. & C. Notation,” by C. W. Hacker; 
“The Principles Involved in the Proposed Expansion of the 
Mississippi-Warrior Barge Line,” by Charles A. Carr; “Can a 
Shipper Collect Special Damages from a Carrier?” by C. W. 
Williams. There was a program of entertainment. 





The regular meeting of the Women’s Traffic Club of San 
Francisco was held May 31 in the Women’s City Club. Final 
arrangements were made for the entertainment of the visiting 
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ladies to the convention of the Associated Traffic Clubs of 
America at San Francisco. -Miss Edythe Johnson, of the South. 
ern Pacific, president, was elected delegate to the convention 
and, also, Miss Jessie Inglis, of Norton Lilly Company. Mrs. 
Marie V. Furst, of the Service Corporation, was elected as an 
alternate and, also, Miss Winifred Bauer, of the American 
Hawaiian Steamship Company. The by-laws were discussed 
and proposed amendments read. A printed copy will be dis- 
tributed at the next business meeting to be passed upon as 
corrected. The research committee, in charge of Mrs. Furst, 
has worked out an educational program. 





The following were elected at the annual election of the 
Traffic & Transportation Association of Pittsburgh June 1. Pres. 
ident, Thomas Byers, D. & H.; vice-president, C. W. Gottschalk, 
Jones & Laughlin Steel Corporation; recording secretary, Frank J. 
Ryan, Rock Island; financial secretary, Samuel H. Verner, Big 
Four; treasurer, G. Fred Spetz, H. J. Heinz Company; execu- 
tive committee (industrial), D. E. Morgan, Follansbee Brothers 
Company, and E. J. Siemon, Pittsburgh Steel Company; (rail- 
road), W. H. Hellriegle, P. & W. V., and H. A. Leech, Pere 
Marquette; custodian, Samuel Fox, Waverly Oil Company; his- 
torian, G. B. Webster, B. & O. 





Personal Notes 

Spee cect eee reenter a 5 
J. C. Kimes has been appointed general freight agent, B. & 

O., at Chicago. The title of T. W. Jacobs has been changed 


to European traffic manager, with headquarters at London, 
England. 


Joseph M. Simon has been appointed general freight agent, 
Mobile & Ohio, at St. Louis, succeeding W. H. Grumley, re- 
signed. R. A. Chadwick has been appointed assistant general 
freight agent at St. Louis, succeeding Mr. Simon. J. I. Bonner 
has been appointed commerce agent, succeeding Mr. Chadwick. 
E. Wifler has been appointed assistant general freight agent, 
succeeding Mr. Bonner. 


Ben D. Lamont, traffic manager of the Rock Island Plow 
Company for the last 25 years, died at his home in Rock Island 
June 1. He was 63 years old. 


Charles F. Beach has been appointed general agent, Roscoe, 
Snyder & Pacific Railway, at Detroit. 

W. J. M. Lahl, formerly traffic manager, American Seating 
Company, Chicago, has become traffic manager of the Radio 
Manufacturers’ Association, Inc., Chicago. 

F. H. Faus has been appointed general agent, freight 
traffic department, Rock Island, at Denver, succeeding G. W. 
Martin, retired. 

Harry R. Wood has been appointed foreign freight repre- 
sentative of the State Port Authority of Virginia, in charge of 
a newly opened office at New York. He has previously been 
connected with the Mutual Shipping Service, Inc., as vice-presi- 
dent and general manager, and with the Judson Forwarding 
Company. ; 

Pi Alpha Epsilon, a Greek letter society composed of trans- 
portation students at Temple University, Philadelphia, has, as 
a result of an election recently conducted, awarded a “dis- 
tinguished service key” to Professor G. Lloyd Wilson, of the 
University of Pennsylvania, as the man who has made the 
most outstanding contribution to the field of traffic management 
in the last year. Professor Wilson is a contributor to The 
Traffic World. Honorable mention was awarded to W. E. But- 
— H. A. Palmer, T. T. Webster, J. L. Eysmans and E. H. 

orter. 

B. R. Brenan has been appointed assistant general freight 
agent, New York Central, at Cleveland, succeeding J. E. Ander- 
son. Mr. Anderson has been appointed general freight agent 
at Cincinnati, in charge of solicitation and service, succeeding 
George Krause, Jr., who died. W. H. Ferguson has been ap- 
pointed general freight agent at Cincinnati, in charge of rates 
and divisions and rules and regulations governing the handling 
of freight and the publication of tariffs. 

The following appointments have been made on the Nickel 
Plate: W. H. Cunningham, assistant freight traffic manager, 
with jurisdiction over the eastern territory, at Cleveland; F. A. 
Curry, assistant freight traffic manager, with jurisdiction over 
central and northwestern territory, at Chicago; J. S. Henney, 
assistant freight traffic manager, with jurisdiction over southern 
and southwestern territory, at St. Louis; R. R. Deahl, coal 
freight agent, at Cleveland; H. C. Fisher, assistant general 
freight agent, with jurisdiction over the Lake Erie and western 
district, at Indianapolis, and C. S. Stephens, assistant general 
freight agent, at Cleveland. 

R. H. Eberly has been appointed senior assistant general 
freight agent, Seaboard Air Line, at Norfolk, Va. O. C. Abrams 
has been appointed assistant general freight agent at Norfolk. 

In connection with an announcement in this column last 
week that W. F. Coyne was no longer one of the principals in 








Jw 








June 9, 1928 








THE TRAFFIC WORLD 










SIXTH 


‘iii iiai 
TRAFFIC CLUBS 
OF AMERICA 
















PETES 


1439 






































































1440 





the Midwest Freight Traffic Service, Chicago, it was erroneously 
stated that the latter had gone out of business. It will con- 
tinue in the same line of service as heretofore, according to a 
communication from J. E. Bell, secretary. 

Thomas F. Millane has resigned his position as traffic man- 
ager of the Red Star Yeast and Products Company, effective 
July 1, to engage in a general law and commerce practice at 
Milwaukee, Wis. W. H. Bowersock has been appointed traffic 
manager of the company, to succeed Mr. Millane. 

R. Hudson Burr, for many years a member of the Florida 
commission, who assumed the duties of traffic manager of the 
Tampa Board of Trade when C. S. Hoskins resigned several 
months ago, has resigned. 


MEN IN TRANSPORTATION 





The Bureau of Informal Cases of the Interstate Commerce 
Commission, of which Arja Morgan is chief, transacts a tre- 
mendous volume of business directly relating to shippers and 
carriers, though the nature of its activities is such that it does 
not get into the limelight. 

The bureau may be characterized as the intermediary of 
the Commission between the public and the carriers. It affords 








ARJA MORGAN 


shippers the opportunity of presenting their claims against car- 
riers through correspondence and the carriers an opportunity 
to express their position as to claims without the expense 
necessary in formal proceedings. It is pointed out that, while 
under the interstate commerce act, the Commission may re- 
quire changes in existing rates, rules, and regulations, and may 
award damages to shippers only after hearing, numerous con- 
troversies may be adjusted through informal procedure without 
the necessity of a hearing. 


Shortly after the passage of the Hepburn act in 1906 the 
Commission organized the bureau, which is divided into two 
sections—the section of informal complaints and the section of 
special dockets. The section of informal complaints handles 
approximately four thousand letters a month. Typical of the 
subjects involved in this correspondence are questions relating 
to misrouting, tariff intefpretation, demurrage, reconsignment, 
transit arrangements, classification, requests for changes in 
rates, removal of discrimination and prejudice—in fact, prac- 
tically every conceivable subject coming within the scope of 
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the interstate commerce act. Many of the complaints are sub. 
mitted by carriers and often are in the nature of agreed state. 
ments of fact in controversies between carriers, as well as 
between shippers and carriers. Handling of informal complaints 
by this section results either in the filing of a special docket 
application in which the carrier waives formal hearing in the 
particular case or a statement of record that the controversy ig 
not susceptible of informal adjustment, leaving the complainant 
his right to proceed through formal complaint. Robert I. Lyon 
has had charge of this section for a number of years. 

The special docket section handles cases where the carriers 
are willing voluntarily to satisfy the complaint. The application 
must show fully the facts forming the basis of an award of 
damages and appropriate admissions of the carriers as to viola- 
tions of the act. This section checks the facts and admissions 
of the carrier in each application filed to determine the merits 
of the case. It is pointed out that it is often necessary for the 
section to conduct correspondence where applications are not 
properly prepared to show an adequate legal basis for an order 
and to prevent rebating in disguise. E. D. Rupert supervises 
directly the work of this section. 

As an indication of the volume of business transacted by 
the bureau, in the year ended October 31, 1927, orders awarding 
reparation were entered by the special docket section in 8,450 
cases; 7,578 informal complaints were handled and 49,000 letters 
were written. 

Mr. Morgan came to the Commission in 1910. He has been 
chief of the bureau since 1920. He was born in Scranton, Pa., 
May 27, 1886, and was graduated from the high school of that 
city. From 1904 to 1910 he was employed in the office of the 
auditor of the coal department of the Delaware, Lackawanna 
& Western at Seranton. He was graduated from the law school 
of Georgetown University in 1915 and admitted to the bar of 
the District of Columbia that year.—S. H. S. 


GREAT LAKES ADVISORY BOARD 


The Great Lakes Regional Advisory Board will hold its fifth 
annual meeting at Buffalo, N. Y., June 20. Shippers’ forecasts 
of car requirements for the third quarter will be presented and 
the railroads will make individual reports of conditign of equip- 
ment and like matters. Within the last year the bankers in 
the territory have become interested in the board work, accord- 
ing to the announcement, and representatives of the banking 
industry in the principal cities will be in attendance, headed 
by F. J. Parker, vice-chairman of the First National Bank, 
Detroit. Invitations have been extended to the vice-presidents 
of forty roads operating in the district and to steamship and 
export representatives. M. J. Gormley, chairman, car service 
division, American Railway Association, and W. J. McGarry, 
manager of the open-top car section, will be present. Special 
arrangements are being made by the rail and boat_lines to 
handle delegations from Cleveland, Toledo, Detroit, and sur- 
rounding territory. 


CHICAGO SHIPPERS’ CONFERENCE 


The Chicago Shippers’ Conference Association, June 6, held 
the last of its regular monthly meetings until fall. A feature 
of the meeting was a report on the recent legislation with respect 
to the government barge line by Rufus W. Putnam, chairman 
of the water transportation committee. He said he believed the 
service would be of material benefit to Chicago shippers. It is 
expected that new equipment will be available in about six 
months, according to him, which will materially increase the 
value of the service. Lack of equipment to accommodate the 
tonnage offered has, in the past, been a serious handicap, he 
said. Under the present program the barge service will be 
wages into Chicago via the Illinois Waterway about 1931, 

e said. 


A motion was adopted giving the waterways committee 
authority to take whatever steps it considers necessary to the 
end of pressing to a conclusion the construction of the Illinois 
branch of the waterway. 


Commendation of the efficient service of the carriers in han- 
dling package cars out of Chicago was contained in a motion 
adopted following the presentation of a report of a survey made 
by the Chicago Association of Commerce of the percentage of 
on-time movement of the merchandise cars out of Chicago. The 
period of study was in April and covered the movement of 
32,487 cars going to points over the entire United States and 
Canada. Of the total cars checked, 88.53 per cent arrived at 
their destinations on time. The showing was especially good 
for the western lines, according to the report. Approximately 
95 per cent of the movement to points west of the Mississippi 
River was said to have been on time. 


The Chicago Shippers’ Conference Association will hold a 
special meeting June 12 at the Palmer House, for the purpose 
of discussing loss, damage, and overcharge claims. John S. 
Burchmore, member of the law firm, Walter, Burchmore & 
Belnap, will be the principal speaker. J. D. Collier, traffic man- 
ager, Kalman Steel Company, will be chairman of the meeting. 
The shippers are invited to bring their troubles and experiences 
for a general airing. General discussion will be invited. 
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*AMERICA FRANCE LINE YANKEE LINE AMER. PALMETTO LINE GULF WEST 
: ; MEDITERRANEAN LINE 
Cosmopolitan Shipping Co., Inc. Rogers & Webb South Atlantic S. S. Line 
42 Broadway, New York City 110 State Street, Boston, Mass. Bay St., East, Savannah, Ga. Tampa Interocean S. S. Co. 
‘ . , ” §. Atlantic ports to United Kingdom 917 Whitney Building, 
North Atlantic to French Atlantic ports North Atlantic to German ports and Continental European ports New Orleans, La. 








Gulf and S. Atl. to Portuguese, Spanish, 
and North African ports (west of Bizerta) 


“ 

TEXAS UKAY LINE 
Texas Oceanic S. S. Co., Inc. 
Cotton Exchange Bldg. 
Galveston, Texas 
Texas ports to United Kingdom ports 


AMERICAN FLAG SERVICES 


\ ANTIC DIVISION 
Black Diamond S. S. Corp. a Papo 
67 Exchange Place, New York City oosevelt S. * 4 Mr 
North Atlantic ports to Rotterdam, 11 Broadway, New York City 
Holland, and Antwerp, Belgium 


N. Atl. ports to Orient and Dutch E. I. 


“ 
*AMERICAN BRAZIL LINE 


Colombian Steamship Co., Inc. 


17 Battery Place 
New York City 









Passenger Services—Included in these services are 
the speedy passenger vessels of the United States 
Lines sailing from New York to principal European 
ports, also the American Merchant Lines ships which 
sail weekly between New York and London offering 
Passenger accommodations at reasonable rates. 










Monthly sailings from Philadelphia, New 
York, Savannah, and Jacksonville to ports 
in Northern Brazil 










2 ~« “ 
; DIXIE UK LINE THE WO » AMERICAN PIONEER LINE 
t Dixie Steamship Co. GULF DIVISION 
f Whitney Central Bank Bldg., } Tampa Interocean S. S. Co. 
New Orleans, La. Whitney Bldg., New Orleans, La. 
New Orleans to United Kingdom Bi exceptional freight services provided Gulf pores to Orient and Dutch E. I. 
“ by the lines operated for the United 7 
: ‘AMERICAN WEST AFRICAN LINE States Shipping Board to all parts of the TEXAS MEDITERRANEAN LINE 
; A. H. Bull & Co., Inc. world have won the hearty approval and Texas Oceanic S. S. Co., Inc. 
50 West Street, New York City steady support of experienced and pro- Cotton Exchange Bldg. 
North Atlantic and Gulf ports to west gressive American shippers. Galveston, Texas 
oat ot ST tee Bee Comers, These services comprising 23 lines and Texas ports to Mediterranean ports 
< 275 ships, sail from Atlantic Coast and Gulf “ 


Ports to ports in the United Kingdom, Irish AMERICAN REPUBLICS LINE 
Free State, Continental Europe, South C. H. Sprague & Son, Inc. 
America, the Orient, Dutch East Indies, 33 Broad St., Boston, Mass. 


AMERICAN MERCHANT LINES 


J. H. Winchester & Co., Inc. 
17 Battery Place, New York City 


‘ sae Lal trend Australasia, India and Africa — carrying N,andS. Atlantic ports to Brazil and River 
assenger an Anton al a to nite their cargoes promptly and safely to their ate ports, east coast o out merica 
“ destinations and aiding American shippers ' 

*AMERICAN INDIA LINE materially in the expansion of their export ORIOLE LINES 
Roosevelt S. $.Co., Inc. trade. Consolidated Navigation Co. 
. Citizens National Bank Building 
11 Broadway, New York City : ’ ‘ : : 
Vieeitiail tat For complete information on either freight or pas- Baltimore, Md. 
Oreh «Atlantic ports to Indian ports Senger services as to rates, ships, dates of sailing, etc., North Atlantic ports to west coast of 


“ write to United Kingdom and Irish ports 
*ATLANTIC AUSTRALIAN LINE ~~ 


Roosevelt S. §. Co., Inc. 


cau, Shes ae { INITED ty S | SOUTHERN STATES LINE 
11 Broadway, New York City TATE Lykes Bros.-Ripley S. S. Co., Inc. 


New York to Australian ports 


Periodically the above two lines combine 
on an around-the-world service via the 








925 Whitney Central Building 
SHIPPING BOARD New Orieans La 
—s New Orleans ond Tomas ports to German 
Sil rc, ~ and Holland ports 
DIXIE MEDITERRANEAN LINE Q ie: hant Es, eet, 2) “ 
Dixie Steamship Co. rpora con. TEXAS STAR LINE 
—— —— — Bldg. WASHINGTON » D.C. Lykes Bros.-Ripley S. S. Co., Inc. 
oe 925 Whitney Central Building 
New Orleans to Mediterranean Ports New Orl eans, La. 
“4 ‘ 
Texas ports to French and Belgian ports 
MISSISSIPPI VALLEY- MOBILE OCEANIC LINE 
GULF BRAZIL RIVER PLATE LINE EUROPEAN LINE “ 
Hibernia Bank Bldg. Hibernia Bank Building Mobile, Ala. UNITED STATES LINES 
New Orleans, La. New Orleans, La. ’ ‘ 45 Broadway, New York City 
Mobile and Eastern Gulf ports to 
Gulf ports to Brazil and River Plate ports, New Orleans to French Atlantic United Kingdom and continental Passenger, mail, and freight services to 
east coast of South America and Belgium ports European ports England. Ireland, France and Germany 


*Accommodations available for a limited number of Passengers on these lines. 
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OCEAN FREIGHT RATES 


The Traffic World New York Bureau 


While chartering of full cargo vessels has been quiet in 
the last few days, due to the combination of holidays here and 
abroad, there are indications that rates may soon break away 
from the “distress” level that has prevailed for some time. 
Nothing points to any marked change, but there is a more gen- 
eral belief that shipowners will be able to obtain slightly better 
rates than they have in the immediate past. 

The number of ships now available seems sufficient for the 
unusually small volume of traffic moving, but should there be 
any appreciable advance in demand this would be reflected 
immediately in a stiffening of prices. The grain market shows 
a stronger tone, with interest centered chiefly in the Continent. 
Among the recent grain fixtures have been vessels from Mon- 
treal at 11 cents to Hamburg or Bremen, 15 cents to the Med- 
iterranean not east of the west coast of Italy, and 18% cents 
to Greece. Owners are now asking about one cent, in view 
of the increase in interest in this business. Coal has been 
shipped to west Italy at $2.50 a ton during the week, and fur- 
ther shipments can probably be made at this figure. Inquiries 
for coal vessels to South America are quoted nominally at $3.35 
a ton to the River Plate and Rio, and $3.45 a ton to Santos. 
Sugar rates generally are unchanged. Lumber is quoted from 
the Gulf to the River Plate at $13.50 to $13.75 a thousand feet. 
Rates are steady in the West Indies time charter trades. 

The current range of grain rates from Montreal is as fol- 
lows: June loading to the United Kingdom 2s 9d per quarter, 
to Antwerp-Rotterdam 10 to 10% cents per 100 pounds, to Ham- 
burg-Bremen 11 to 11% cents, to the Mediterranean 15 cents. 
Rates quoted on the new grain crop are slightly higher: From 
Montreal, 3s to 3s 3d to the United Kingdom, 13 to 14 cents to 
Antwerp-Rotterdam, 14 to 15 cents to Hamburg-Bremen, 17 cents 
to the Mediterranean; Gulf to the United Kingdom, July, August 
and September loading, 3s 6d. 

The following United States & Gulf West Coast of Mexico, 
Central and South American Conference rate changes were made 
at a meeting on June 4: 


Central American Section—Rate changes, effective June 11, 1928: 
Matches, viz.: Swedish safety, cancel. Iron and steel articles, viz.: 
Tank, cancel; tank material, K. D., not including valves, 60 cents 
per 100 pounds, all ports. 

South American Section—Rate :changes, effective June 11, 1928: 
Silica sand, 45 cents per 100 pounds. All ports—Iron and steel arti- 
cles, viz.: sheets, roofing, asbestos and asphalt covered, boxed, see 
iron and steel sheets; coffee pulper (not power), see agriculural ma- 
chinery and implements;\corn mills (not power), see agricultural ma- 
chinery and implements; cotton, raw, high density, 90 cents per 100 
pounds, Group I, $1 per 100 pounds Group II, $1.10 per 100 pounds 
Group III; cotton, raw, standard, $1.10 per 100 pounds Group 1, $1.20 
per 100 pounds Group II, $1.30 per 100 pounds Group III; ties, railway, 
wood, treated and untreated, see lumber. 


At the regular meeting of the Adriatic, Black Sea and 
Levant Conference June 5 the following rate changes were 
made: 


Groups 1 and 2—Automobile accessories, $24—W/M, boxes as per 
list: Air cleaners, ash receivers, baggage carriers, chains, non-skid, 
cigar lighters, clocks, dash, heaters, horns, electric and hand operated, 
jacks, small, lamps, parking, stop and spot, locks, automobile and 
tire, magnetos, motometers, mirror, rear view, mud hooks, oil puri- 
fying devices, radiator ornaments, radiator shutters and covers, taxi- 
meters, tire pumps, hand, tire pressure gauges, tire covers, wind- 
shield visors, windshield wings. Feathers, in compressed bales, $1.50 
B50, = pounds, Trieste only. Linoleum and felt base floor covering, 

» w/m. 


At the regular meeting of the West Coast of Italy Con- 
ference June 5 the following rate changes were made: 


Hair, cow body, in compressed bales, $28.75 per wt. ton, passenger 
steamers, $26.25 per wt. ton, freight steamers. 
Fibre, vulcnaized and hard, general cargo rate, w/m. 


At the regular meeting of the River Plate and Brazil Con- 
ference June 5 the following changes were made: 


River Plate—Empty bottles N. 
$8.80 w/m passenger steamers. 
class. Zeolite, 5th class w/m. 

Brazil—Containers, cardboard or paper N. O. S. 5th class. 
board goods N. O. S. 3rd class. 
3rd class. Glutrin, asphalt rates. 


O. S., $8 w/m, freight steamers, 
Containers, paper or cardboard, 5th 


Paste- 
Wire goods, iron and steel N. O. S. 


The following change in rates to the east coast of South 
America are reported: 


Montevideo and Buenos Aires.—Effective May 22, new rate 
on cream separators to Montevideo and Buenos Aires is $10 per 
ton of 4,240 pounds or 40 cubic feet, ship’s option, on freight 
steamers and $11 per ton of 2,240 pounds, or 40 cubic feet 
ship’s option on passenger steamers. 

Rio de Janeiro and Santos.—Effective May 22, new rate on 
asphalt and asphalt flux to Rio de Janeiro and Santos is $7 
per 2,240 pounds on freight steamers and $8 per 2,240 pounds 
on passenger steamers. 

The following statement was issued by R. C. Thackara, chair- 
man of the Intercoastal Conference: 


Meetings with the trade groups were held in Seattle, Tacoma,, 
Portland, Los Angeles and San Francisco. The problems of mutual 
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interest were discussed and the aims and scope of the Intercoasta 
= as a quasi-public body were laid before the various mer. 
chants. 

The matter of westbound proportional rates, which have been 
entered into on a small scale by the conference, was thoroughly re- 
viewed and the plan under the methods by which it is now con- 
ducted seem to meet with general approval. 

Uncertainty regarding the exact schedule of rates charged by 
the conference members was dissipated by an agreement on the 
part of the conference immediately to publish and continue to publish 
in its tariff, all contract rates, including proportional rates in effect. 

The conference has also undertaken to adopt some plan whereby 
a reasonable notice of rate changes both upward and downward may 
be made available promptly to all, including merchants who are ecar- 
rying stocks on this coast. 

It is understood the conference has considered and worked out 
for immediate effectiveness a plan whereby the integrity of con- 
tracts entered into with shippers will be maintained and enforced. 
It is generally recognized that the contract rate plan is one of the 
principal means of stability in the conference set-up. 

In the past it had been reported that merchants holding such 
contracts have not at all times respected them, and the enforcement 
plan, when adopted, should remove one of the causes of instability 
of rates which now exists. Just what form this enforcement plan 
will take has not been announced, but it is reported the conference 
intends to seek the aid of the courts in enforcing these contracts. 


Monthly service from San Francisco and Los Angeles to 
Saigon, Indo-China, will be inaugurated this month by the 
Oceanic and Oriental Navigation Company, it is announced by 
the American-Hawaiian Steamship Company, managing agents 
of the Oriental service of the O. and O. line. The steamer 
Golden Sun, formerly the West Prospect, of the Shipping Board, 
will be the first vessel to make Saigon a regular port of call, 
sailing from Los Angeles June 23 and from San Francisco June 
30. Thereafter, all the vessels in the south China run of the 
O. and O. line will call at the Indo-China port. Only occasional 
service has been given from the Pacific coast to Saigon since 
the old Pacific Mail discontinued its Indian service several 
years ago. 

A deadlock has been reached in conversations between the 
Pacific Westbound Conference and the new transpacific cargo 
lines on the subject of the former Shipping Board services en- 
tering the pact. Sessions this week brought no definite result, 
the outside lines, like the Oceanic & Oriental, holding to the 
basis on which they had announced they would join the other 
lines, where the passenger factor figures. 

The parley was adjourned to permit certain lines to get 
the sanction of their principals for acceptance of the terms on 
which the new cargo routes may join. The situation is now 
entirely up to the conference and what its next move will be 
is problematical. 

The Gulf intercoastal situation has been torn wide open 
with the sanctioning by the Interstate Commerce Commission 
of the joint rate scheme of the Redwood Line and the Illinois 
Central Railroad. Certain operators predict an open rupture 
of the conference, with each of the lines in the trade—Gulf- 
Pacific, Redwood, Luckenbach and Transmarine—launching 
forth on their own or in a combination of some character to 
match rate coup of the Redwood and Illinois Central on through 
shipments via rail and water between the Pacific coast, middle 
west and Gulf territories. 

Observers see in the situation the likelihood of Interstate 
Commerce Commission jurisdiction of rates. The more opti- 
mistic held that the carriers, realizing the seriousness of the 
advent of Commission control, will conciliate their difference 
and assume a united front for their general protection from the 
government body. 

Extension of the $14 intercoastal lumber rate through Au- 
gust is taken as a good omen for the success of the newly 
formed United States Intercoastal Conference, which has just 
been recognized by the Shipping Board. Lumber movement 
through June will be strong, with perhaps a falling off in July 
and August, due to the production curtailment, which is part 
of the general scheme te stabilize rates'and help out the mills, 
carriers and shippers. 


SHIPPING BOARD AFFAIRS 


The Trafic World Washington Bureau 


Important policies are expected to be formulated by the 
Shipping Board, under the Jones-White merchant marine act 
and the provisions of the independent offices appropriation act 
relating to the board, as soon as the organization of the board 
with its two new members has been perfected. The terms of 
Commissioners Benson and Teller expired June 8 and they 
were succeeded by Commissioners Cone and Sandberg. 

One of the questions, it is understood, will be before the 
board is with relation to the United States Lines, the board’s 
passenger line in the north Atlantic. Whether or not this line 
will be offered for sale in the near future may be determined 
by the board. The board also may decide whether the Monti- 
cello and the Mount Vernon, ex-German passenger liners, should 
be reconditioned, and put in the service of the United States 
Lines. One view is that if the board decides to offer the passen- 
ger line for sale in the immediate future, it will not recondition 
the ex-German liners. Lawrence Wilder, whose proposal to 
build fast trans-Atlantic passenger liners with the aid of govern- 
ment loans was frowned upon by the board, it is understood, 
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ymbols of Service 


There is no finer symbol of service than the freight car. There is 
nothing that so universally serves mankind. Practically everything 
everyone eats, wears, works with, lives in, or enjoys has been carried 
one or more times in a freight car. 


Missouri Pacific Lines men feel a justifiable pride in efficiently 
maintaining their thousands of freight cars so they are always ready 
tor service in sufficient quantities to meet the needs of all shippers. 
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may combine that proposals with a bid for purchase of the 
United States Lines. Commissioner Plummer, vice-chairman of 
the board, believes the lines will not be offered for sale until 
the ex-German vessels have been reconditioned as authorized 
by the appropriation act. 

President Coolidge’s desire that the government retire as 
quickly as possible from the shipping business is expected to 
have some weight with the Shipping Board. It is pointed out 
that the President may not favor reconditioning of old vessels 
if the United States Lines can be sold under terms regarded 
as desirable by the board. 

Applications are expected to come to the board soon for 
loans from the ship construction loan fund provided by the 
new merchant marine act. At this time the board plans not 
to make public such applications when they are filed but to 
make announcements only of loans approved by the board. 
The argument in support of such a course is that publicity of 
plans of shipping lines as carried in loan applications might 
work to the disadvantage of the lines. It is pointed out that 
some applications, of course, will not be granted, and the argu- 
ment in board circles is that it would not be fair to applicants 
whose proposals are rejected, to have that fact known. If appli- 
cants are willing that their applications be made public, it is 
said, there will be no objection on the part of the board to that. 
The board approves the plans of vessels for which loans are 
granted and it is understood that the vessels to be constructed 
must be of such design that, in the event they are so needed, 
they will be suitable for use as naval auxiliaries. 

There has been some speculation as to whether or not 
President Coolidge will designate a new chairman of the Ship- 
ping Board in the near future. Under the law, the President 
designates the chairman of the board. Chairman O’Connor has 
been serving in the office of chairman for several years. There 
has been talk that the President may designate Commissioner 
Denton as chairman, 


BOARD SELLS LINE 


The Trafic World Washington Bureau 


The offer of Oakley Wood, on behalf of the Barber Steam- 
ship Lines of New York for the American West African Line, 
was accepted by the Shipping Board June 5. The purchaser 
will pay a total of $2,343,506.80 for the line. This was the high- 
est offer received by the board. 

“I feel that this is one of the most satisfactory sales that 
has yet been made by the Shipping Board,” said Chairman 
O’Connor. “To me, it is evidence that with the stimulus pro- 
vided by the merchant marine act of 1928 it will not be long 
before we are able to transfer all of the fleets now operated 
by the government to private American ownership. This line 
goes to reliable American operators who know their business 
and who, I am sure, will do all in their power to develop this 
important factor in our American merchant marine. 

“It is impossible to say at this time what plans will be 
evolved for putting other of the Shipping Board lines up for 
sale. It can be said, however, that the encouraging results of 
the board’s decision to sell the West African Line indicates 
that American citizens are now ready to bid for the government- 
owned ships. They will be given ample opportunity.” 

The Barber interests, according to board officials, expect to 
organize a new corporation to own and operate the line acquired 
from the board. It is understood the corporation will have 
paid-in capital stock of $1,000,000. 

Under the ownership of the Barber lines, the West African 
Line will maintain two cargo services, one operating from New 
York to the west coast of Africa and the other from the Gulf 
to the west coast of Africa. The purchasers agree to maintain 
twelve round voyages in the New York service each year and 
four round voyages in the Gulf service each year, for a period 
of five years. The voyages approximate 14,000 miles each. The 
board has been operating ten vessels in the service. 

It is understood the purchaser hopes to obtain a mail con- 
tract under the Jones-White merchant marine act whereby it 
will receive approximately $280,000 a year from the government. 


SPLIT DELIVERY CASE 


The Trafic World Washington Bureau 


With the filing of a reply brief by the Argonaut Steamship 
Line on its motion to dismiss the complaint in No. 45, Associ- 
ated Jobbers of Los Angeles vs. Argonaut Steamship Line et 
al., known as the split delivery case, the question is now before 
the Shipping Board as to whether or not the motion should be 
granted or denied. 

“The outstanding feature of complainant’s brief is its lack 
of good manners,” said counsel for the Argonaut line. “Whether 
or not the challenge to the complaint on the various grounds 
stated, in the motion to dismiss, is sound in law and precedent 
may be a matter of opinion; but not for abuse and denunciation 
of counsel’s motives and suggests a lack of merit and legal 
> in complainant’s cause.” (See Traffic World, May 5, p. 
1101. 
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The respondent reiterated, with argument in suppor 
thereof, that the complainant, upon the complaint on which jt 
must stand, “is not an association authorized or existing under 
the laws of the United States or any state, territory, etc., ang 
therefore not a person within the meaning of section 1 of the 
act of 1916 authorized to file a complaint.” The respondent’s 
brief took up the points raised in the original brief as to the 
right to intervene, as to whether the complainant as an associ. 
ation had suffered an injury for which reparation might be 
asked under section 22 of the shipping act, and as to the yp. 
constitutionality of the shipping act. 

Respondent said complainant’s contention as to whether 
spit delivery was unreasonable or excessive was a question of 
fact and not of law. In conclusion, it said: 


It is not thinkable that jurisdiction by this board will obtain, by 
the mere filing of a complaint regardless of the facts pleaded. If under 
the Federal Trade Commission act, which provides for a complaint, 
the same must set forth sufficient facts to bring the respondent within 
the jurisdiction of the commission, it would seem to follow that 
a complaint under the Shipping Board act must likewise do so, and 
yet complainant makes no attempt to meet the point. 

The complaint does not allege how the persons, firms and cor- 
porations that comprise its membership are subjected to undue and 
unreasonable prejudice, nor how by reason of the relationship of 
carload rates for straight carload shipments from one consignor to 
one consignee, to carload rates assessed for carload shipments which 
are split delivered, subjects its membership to undue and unreasonable 
—, and therefore is a mere conclusion upon the part of the 
pleader. 

There is nothing in the complaint to show how, by virtue of 
relationship of such carload rates of straight carload shipments to 
carload rates which are split delivered, the same subjects the com- 
plainant and others who receive straight carload shipments, to un- 
just, unreasonable and excessive rates, etc., and is likewise a mere 
conclusion and therefore not sufficient to form the basis of a com- 
plaint and give jurisdiction to this board. 


PORT OF ASTORIA INTERVENES 


The Port of Astoria, Ore., has been permitted by the Ship. 
ping Board to intervene in No. 46, Everett (Wash.) Chamber 
of Commerce et al. vs. Luckenbach Steamship Co. et al. The 
Port of Astoria alleges in its petition of intervention that, ac- 
cording to Minimum Rate List No. 4 of the Intercoastal Con- 
ference, respondents will collect 15 cents'a hundred pounds 
more freight charges on cargo discharged at Astoria than on 
like cargo discharged at Portland, Ore., from the same vessel, 
“and in fact are charging and have been, since October 4, 1927, 
charging such arbitrary rates.” The practice complained of 
subjects Astoria to undue and unreasonable disadvantage as 
between it and Astoria, it is alleged, and is unjustly discrimi- 
natory against Astoria in violation of section 16 of the shipping 
act. 





PACIFIC SHIPBUILDING PLANS 


On his return to Washington from the Pacific coast, Com- 
missioner Plummer, vice-chairman of the Shipping Board, said 
ship operators on the Pacific coast had prepared preliminary 
plans for investment of approximately $40,000,000 in new mer- 
chant ships under the Jones-White merchant marine act. Up 
to 75 per cent of the cost of ships, the construction of which is 
approved by the Shipping Board, may be borrowed from the 
government under the act. He said the steamship companies 
that were planning to build new ships were the American-Ha- 
waiian Steamship Company, the Matson Navigation Company, 
and the Portland Steamship Line. Mr. Plummer approved of 
the inclusion in the Jones-White act of the provision authoriz- 
ing the board to create an insurance fund to cover insurance 
on vessels in which the board has an interest. He said the 
provision had already resulted in private underwriters giving 
better insurance terms to shipowners. 


STEAMSHIP OWNER LIABILITY . 


The director-general of the Pan American Union has been 
authorized to communicate with the governments of the Pan 
American republics relative to the adherence of those govern- 
ments to the Brussels conventions relating, among other things, 
to limitation of the liability of shipowners. The object in view 
is to make effective uniform provisions as to the liability of 
shipowners, whereby the liability for damages to persons and 
cargoes, when vessels are lost or wrecked, may be fixed within 
certain limits. 


OCEAN MAIL CONTRACTS 


The Shipping Board has approved the recommendation of 
Postmaster-General New, under the Jones-White merchant ma- 
rine act, for the establishment of seven ocean mail routes. (See 
Traffic World, June 2.) Bids for the transportation of the mails 
over these routes will be called for. Other ocean mail routes 
will be certified to the board by the Postmaster-General. 


OCEAN RATES ON JUTE 
Commissioner Plummer, vice-chairman of the Shipping Board, 
believes that a satisfactory agreement will be made as to the 
ocean rates on jute from Calcutta to New York, and that the 
American India Line, the board’s line engaged in the jute trade, 
will obtain a fair share of the business. The board, some time 
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G-E equipped 60-ft. revolving- 
type car dumper at American 

as and Electric Co., Misha- 
waka, Ind. 
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aster-~ 


and more economical 


Five times as fast as the hopper-dump method; twenty or 
more times as fast as the clam-shell way—no wonder that 
car dumpers are in growing favor. 


No more men are needed than for other mechanical 


; di ith G-E mot . me 
ntl methods. Power costs are exceedingly low—negligible as 








Apply the proper G-E 
motor and the correct 
G-E controller to a spe- 
cific task, following the 
recommendations of 
G-E specialists in elec- 
tric drive, and you have 
G-E Motorized Power. 
Built in or otherwise 
connected to all types 
of industrial machines, 
G-E Motorized Power 
provides lasting assur- 
ance that you have 
purchased the best. 






compared to bucket unloading—and dumping capacities as 
high as forty cars per hour may be obtained. 





For these high speeds, great accuracy of control is essential ; 
and for sustained operation, reliable motor drive is required. 
G-E Motorized Power is exceptionally well adapted to 
this exacting service. Proved dependability, economy of 
maintenance and power, and carefully designed control 
make it the most satisfactory power equipment you can 
have. The advice of experts on material-handling problems 
is available through your nearest G-E office. 


46) otorized Power 


~fitted to every need 
















GENERAL ELECTRIC 


GENERAL EL ELECTRIC COMPANY, SCHENECTADY, N. Y., SALES OFFICES IN PRINCIPAL CrTine 
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ago, ordered a cut in the jute rate on its line because of the 
refusal of foreign lines to give the Shipping Board line what 
the board regarded as a fair share of the jute business. If the 
jute rate controversy is settled, Commissioner Plummer said, 
the board will be in a position to offer the American India Line 
for sale. 


MOBILE OCEAN TERMINAL 


The Alabama State Docks Commission will, June 25, formally 
open the new rail and ocean terminals built by the state at 
Mobile at a cost of $10,000,000. The dedicatory ceremonies at 
the docks will be open to the public, in the forenoon, and im- 
mediately afterward 2,500 leading industrialists, importers, ex- 
porters, transportation and financial leaders will be entertained 
at luncheon in a river front warehouse on Pier B, said to be 
the largest shipside concrete pier in the country. Invitations 
to join in this celebration have been sent to shippers and per- 
sons interested in ocean freights throughout the territory of 
which Alabama’s seaport and terminal system constitute a gate- 
way for maritime commerce. 


COMMERCE IN AMERICAN SHIPS 


In the three months ended with March, American vessels 
carried 32.2 per cent, by value, of general imports, and 33.4 
per cent of domestic exports, in the foreign trade of the United 
States, according to the monthly summary of foreign commerce 
issued by the Department of Commerce. For the correspond- 
ing period of 1927, the percentages were 32.7 and 36, respectively. 
For March the percentage for general imports was 32.7, as 
against 31.9 in March, 1927, and for domestic exports, 31.4, as 
against 34.7 for March, 1927. 


GULF INTERCOASTAL CONFERENCE 


At the monthly meeting of the Gulf Intercoastal Conference 
held at Mobile, Ala., June 6, the conference was dissolved, 
effective July 1, after which date the various intercoastal lines 
will make rates individually. 

This was brought about by the action of the Gulf Pacific 
Line in demanding the right of independent action on thirty 
days’ notice, which the other members could not agree to. This 
action was demanded by the Gulf Pacific Line in order to enable 
them to meet outside competition, the Redwood Line having 
resigned from the conference effective July 1. 

The conference, which has been operating under authority 
of the United States Shipping Board and under an agreement 
filed with the board, has been in existence for about twelve 
months. It has governed all rates, both east and west bound, 
between all United States Gulf ports, and ports on the Pacific 
coast, San Diego. to Vancouver, inclusive. The members are 
the Gulf Pacific Line, the Steele Steamship Line, Inc., General 
Gulf Agents, the Redwood Line, Luckenbach Line and the Trans- 
marine Lines. The chairman of the conference is N. M. Leach, 
of New Orleans, with C. D. Arnold as secretary. Some of the 
members are hopeful that the conference may eventually be 
reorganized. 


DAVIS ON BARGE LINE ACT 


The Traffic World Washington Bureau 


Secretary of War Dwight F. Davis has made the following 
statement on the Denison barge line Dill: 


By the passage and signing of the Denison barge line bill, Presi- 
dent Coolidge and Congress have taken a constructive forward step 
in promoting the use of inland waterways. This will be of particu- 
lar benefit to agriculture, as cheaper transportation is a vital matter 
to the farmer, both im the sale and distribution of the products he 
sells and the cost of commodities he buys. Although the act does 
not appropriate any additional money for equipment, it authorizes 
future appropriations as needed. It also sets out the conditions un- 
der which the barge line may be leased or sold for private operation, 
if and when that policy becomes desirable. 

The act also recognizes a very important factor in the develop- 
ment of waterway transportation, the adoption of joint rail-water-rail 
rates and routes between railroads and water carriers. This is 
essential if the benefits of water transportation are to reach all 
parts of the country. Many of the railroad heads are showing an 
increased willingness to cooperate in working out this problem, but 
this act authorizes the Interstate Commerce Commission to expedite 
the decision of disputes if agreement is not possible. 

I believe this act is a sound, sane and constructive measure which 
will be of particular benefit to agriculture. 


It was announced at the War Department that Secretary 
Davis would take advantage of his presence at the Republican 
national convention in Kansas City to inspect the proposed 
sites for the barge line terminal to be constructed by that city 
in accerdance with a recent vote on a bond issue for that pur- 
pose. Later, the Secretary hopes to continue an inspection that 
started earlier in the year on the upper Mississippi River. He 
desires then to cover the lower part of the upper Mississippi in 
connection with the operation and plans of the Inland Water- 
ways Corporation. It was stated that the Secretary anticipated 
that his main attention in the coming summer would be given 
to flood control measures and the work of the Inland Water- 
ways Corporation, both of which activities probably would re- 
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quire his presence quite frequently along the Mississippi River 
and its tributaries. 

The War Department has announced that the Frisco has 
agreed to join the government barge line in the establishment 
of joint rates, routes and divisions. In a statement the de. 
partment said: 


The secretary of war recently announced the agreement between 
the Chicago and North Western Railroad and the Inland Waterways 
Corporation, stressing the importance to the farmers of Wisconsin 
of opening up their territory to the south, southwest and southeast. 
Since such announcement he has been informed by the chairman 
of the corporation that during a recent conference held between the 
president of the Frisco and the chairman of the corporation, an agree- 
ment was reached whereby the Frisco would join in rates, routes and 
divisions similar to those agreed to by the Chicago and North West- 
=. The main point of interchange with the Frisco will be Memphis, 

enn. 

These voluntary agreements being negotiated are automatically 
extending the scope of the operations of the Inland Waterways Cor. 
poration to a very considerable degree, and furnishing precedents of 
enormous value for future negotiations. 


BARGE SERVICE ECONOMIC FAILURE 


Government operation of the Mississippi-Warrior River 
Barge Service has now extended over a ten-year period, and 
“there seems to be no alternative but to judge the experiment 
an economic failure,” in the opinion of Professor R. W. Har- 
beson, head of the department of economics, St. Lawrence 
University, expressed in the National Gazette. 

After referring to the first five years of this operation as 
formative and developmental years, Professor Harbeson de- 
scribes in detail the operations in the last five years, which he 
considers to be as nearly normal as any period to come. The 
following figures, compiled by Professor Harbeson, show the 
financial results of the barge service for the last ten years: 


1918-1923, $4,586,963 deficit; 1924, $532,610 deficit; 1925, $34,519 
deficit; 1926, $219,511 net income. 

The above results are obtained simply by subtracting operating 
and miscellaneous expenses from operating income. Nothing is said 
about interest or taxes. Accepting the statement in the corporation’s 
1926 report to the effect that its property had ‘a present-day value 
of approximately $15,000,000,’ the item of interest at 5 per cent would 
amount to $750,000 per year alone. Yet the ordinary private business 
would in this case have set aside that amount under the head of 
capital charges. 

In addition, it would have to pay taxes of various kinds to the 
federal, state and local governments, set aside reserves and make 
provision for depreciation. Only after these deductions are made can 
we arrive at the amount of the true net income, a part of which must 
be set aside in order to provide for extensions and improvements and 
a part devoted to paying dividends sufficient to attract the requisite 
capital into the business. 

Furthermore, we have said nothing about the outlays for the con- 
struction and maintenance of the channels on which barge lines 
operate, which have been provided at public expense, while the rail 
lines with which these barge lines compete provide their own right 
of way, pay taxes on it and bear heavy outlays on construction and 
maintenance accounts. 

Enough has been said to show conclusively that the “‘profit’? which 
the barge lines reported for the first time in 1926 is purely a fiction 
of governmental accounting. In no sense can the barge lines be 
said to have paid for themselves. Nor can we properly speak of any 
“savings’’ accruing to the public by shipping over the barge lines, so 
long as no allowances are made for interest on the investment in 
terminals and floating equipment, for the taxes from which the barge 
lines are exempt and for their pro rata share of the expense of con- 
structing and maintaining the navigable channels on which they op- 
erate. The rail lines with which they compete bear all of these ex- 
penses, provide for extensions and improvements, and in order to at- 
tract the requisite capital pay dividends besides. 

The 20 per cent reduction under the rates quoted by competing 
rail lines which is given to barge line shippers can scarcely be sup- 
posed to offset the additional costs mentioned above which the rates 
do not cover, although no one can answer this question definitely 
until proper accounting methods are instituted. 

The public deserves to have such a test made, in order that it 
may find out whether the barge line shippers are paying the full cost 
of transporting their shipments or whether they are being subsidized, 
and to what extent, by the federal government at the expense of the 
people as a whole. ... 

final fact to be noted, especially in connection with the 
present proposals to extend the barge service into the upper Mis- 
sissippi and its tributaries, is that these waterways are open for 
navigation only seven or eight months out of the twelve. 

The traffic of the barge lines is for the most part not new traffic 
but merely traffic diverted from competing rail carriers. The reduc- 
tion in the revenues of competing rail lines resulting from this diver- 
sion will, if carried far, present us with the alternative of having 
railroad .credit, and consequently railroad service, impaired, or of 
paying higher rates on the traffic left to the railroads. Clearly this 
would not be a pleasant choice to make. It is clear that this policy 
would not only be unjust to the railroads, but also would work 
untold economic injury to the country as a whole. It would scarcely 
be sound public policy to reduce railroad earnings, impair railroad 
credit and render railroad service inadequate and unsafe in order 
that a field might be provided for water services which, at best, 
could only be supplementary to the railroads. 


BARGE LINE DIVISIONS 


In exceptions to Examiner S. A. Aplin’s proposed report in 
No. 20154, Inland Waterways Corporation, etc., vs. Northern 
Pacific et al., the Great Northern and the Northern Pacific 
assert that under the rate prorate basis for the division of 
joint rail-barge-and-rail rates from Chicago, IIl., to Fargo, N. D., 
the lines beyond the Twin Cities would have to pay to the 
lines south more, as a division, than the rate from Chicago to 
the Twin Cities. 

“In other words,” say the northern lines, “under this pro- 
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A 


“A Good Story 





about the ERIE” 


Why the Plant on The Erie Got the Order. 


In Cleveland, a Great Corporation, moving into a New 
Home, was in the Market for almost a Train Load of New 


Furniture. 


Salesman No. 1 said: “My Plant is on the........ Railroad. 
I couldn’t promise Delivery in less than Ten Days”. 


Salesman No. 2 said: “I can beat that. My Plant is on 
the........-Railroad. Ill have it Here in a Week”. 

Salesman No. 3 said: “My Plant is on The Erie. I'll have 
the Goods here Day after Tomorrow. You Know you can Depend 
on it.” 

Mr. Traffic Manager! Are You giving your Sales Forces 
the Fullest Support by choosing The Route that Delivers 
The Goods with Dependability? And if You are building a New 
Plant or relocating an Old One you will find many Opportunities 
on this Railroad of Remarkable Service. 


CHIP pes 


FAST 











1448 


posal the lines north of the Twin Cities would be required to 
pay to the southern lines for the haul between Chicago and 
the Twin Cities more than any individual shipper would have 
to pay for the same service. We submit that there is no reason 
in law or in fact for such discrimination.” 

The protesting northern lines point out that Mr. Aplin, in 
his report, says that “in no case under the rate prorate basis 
would the barge line receive as its proportion of the rail-barge- 
rail rates here considered as much as its local rates between 
Dubuque and the Twin Cities. They then undertake to show 
that Mr. Aplin, in making thaf statement, was inaccurate. They 
point out that the rail-barge rate on new bags from Chicago 
to St. Paul is 20 cents; from St. Paul to Fargo the rail rate 
is 57 cents; the rail-barge-rail rate from Chicago to Fargo is 
75.5 cents; the barge line proportion of the Chicago-Fargo rate, 
under the proposal, is 29 per cent; and, that 29 per cent of 75.5 
cents is 21.9 cents, or 1.9 cents more than the rail-barge rate 
from Chicago to St. Paul. 

The northern carriers say that another unjust result of 
the proposed basis of divisions is that it will require the north- 
era lines to shrink their revenues a much greater amount than 
the total differential between all-rail and rail-barge-rail rates. 
They assert the expense to the northern lines will be greater 
under the rail-barge-rail rates than under all-rail rates, which 
they suggest, would be warrant for increased instead of re- 
duced divisions. They contend that there is no justification for 
the establishment of differential rates on account of reduced 
cost of water transportation and making the rail carrier bear 
not only the entire shrink but even more. 

In conclusion, the northern lines directed attention to the 
fact that, in No. 19017, Inland Waterways Corporation vs. Chicago 
Great Western, the Commission said that in prescribing rea- 
sonable rates over a barge-rail route, such rates might properly 
be made somewhat lower than the rates in effect over the 
competitive all-rail routes “provided the shrink is borne by 
the barge line.” 


APRIL RAIL EARNINGS 


Class I railroads in April had a net railway operating in- 
come amounting to $70,546,551, which, for that month, was at 
the annual rate of return of 4.07 per cent on.their property 
investment, according to reports filed by the carriers with the 
Bureau of Railway Economics, which says: 


In April, 1927, their net railway operating income was $73,502,575 
or 4.33 per cent on their property investment. 

Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before in- 
terest and other fixed charges are paid. 

This compilation as to earnings in April is based on reports from 
185 Class I railroads representing a total mileage of 239,689 miles. 

Gross operating revenues for the month of April amounted to 
$474,310,406 compared with $498,926,488 in April, 1927, or a decrease 
of 4.9 per cent. Operating expenses in April totaled $363,381,002 com- 

‘~ — in the same month in 1927 or a decrease of 
.6 per cen 

Class I railroads in April paid $30,674,547 in taxes, a decrease of 
one-tenth of one per cent under the same month in 1927. This 
brought the total tax bill of the Class I railroads for the first four 
months in 1928 to $119,561,257, a decrease of $1,472,373 or 1.2 per 
cent below the corresponding period in 1927. 

Thirty-two Class I railroads operated at a loss in April of 
which 13 were in the eastern, two in the southern and 17 in the 
western district. 

Clas» I railroads for the first four months in 1928 had a net 
railway operating income amounting to $287,892,846, which was at 
the annual rate of return of 4.32 per cent on their property invest- 
ment. During the corresponding period of the preceding year their 
net railway operating income amourited to $299,029,524 or 4.60 per 
cent on their property investment. 

Gross operating revenues for the first four months in 1928 
amounted to $1,893,513,565 compared with $1,987,687,365 during the 
corresponding = in 1927 or a decrease of 4.7 per cent. Operating 
expenses for the first four months’ period of 1928 totaled $1,448,560,- 
061, compared with $1,530,542,176 during the corresponding period the 
year before or a decrease of 5.4 per cent. 


Net railway operating income by districts for the first four 
months with the _ of return based on property investment 
8 


on an annual ba follows: 
ee rr cere atin $ 11,486,302 5.36% 
OO ee eS 51,773,084 4.86% 
Central Eastern Region ........ Gove veoedhewegans 60,312,674 4.62% 
pO rrr a ee 19,630,453 6.32. 
GE MED EIUUESIOE cccceccccccsssccoceses 143,202,513 4.95% 
pe rrr ee ae 44,142,789 4.14% 
ES | Svc ccwcocescdeesaveoue’ 22,923,770 2.87% 
COMET WORCNEN. THOBION cc ccvcccccccceccseececees 51,048,000 4.03% 
TT er er 26,575,774 4.20% 
TEE, THREE BOMMREIGE. ci ccccccncescecsceves 100,547,544 3.73% 
PE - d5c05 os004d co ebaacenedewe ves oo 287,892,846 4.32% 


Eastern District 


The net railway operati income for the Class I railroads in the 
eastern district during the first four months in 1928 totaled $143,- 
202,513, which was at the annual rate of return of 4.95 per cent 
on their property investment. For the same period fin 1927 their net 
railway operating income was $160,202,074, or 5.66 per cent on their 
property investment. Gross operating revenues of the Class I rail- 

s in the eastern district for the first four months in 1928 totaled 
$933,407,026, a decrease of 7.4 per cent under the corresponding period 
the year before while operating expenses totaled $716,971,050, a de- 
crease of 7.3 per cent under the same period in 1927. 

Class I railroads in the eastern district for the month of April 
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had a net railway operating income of $40,500,283, compa 
$44,450,295 in April, 1927. > pared with 


Southern District 


Class I railroads in the southern district for the first four months 
in 1928 had a net railway operating income of $44,142,789, which 
was at the annual rate of return of 4.14 per cent on their property 
investment, For the same period in 1927, their net railway operat- 
ing income amounted to $48,425,564, which was at the annual rate 
of return of 4.66 per cent. Gross operating revenues of the Class | 
railroads in the southern district for the first four months in 1993 
amounted to $262,860,129, a decrease of 6.3 per cent under the same 
period the year before, while operating expenses totaled $198,499,185 
a decrease of six per cent. : 

The net railway operating income of the Class I railroads in the 
southern district in April amounted to $10,732,816, while in the same 
month in 1927 it was $12,499,935. 


Western District 


Class I railroads in the western district for the first four months 
in 1928 had a net railway operating income of $100,547,544, which 
was at the annual rate of return of 3.73 per_ cent on their property 
investment. For the first four months in 1927, the railroads in that 
district had a net railway operating income of $90,401,886, which was 
at the annual rate of return of 3.43 per cent on their property invest- 
ment. Gross operating revenues of the Class I railroads in the West- 
ern district for the first four months this year amounted to $697,246,- 
410, a decrease of three-tenths of one per cent under the same period 
last year, while operating expenses totaled $533,089,826, a decrease of 
2.3 r cent compared with the first four months the year before. 

or the month of April, the net railway operating income of the 
Class I railroads in the western district amounted to $19,313,452. 
The net railway operating income of the same roads in April, 1927, 
totaled $16,522,345. 


CLASS I RAILROADS—UNITED STATES 
Month of April 





1927 
Total operating revenues ............. $ 474,310,406 $ 498,926,448 
Total operating expenses ....... : 363,381,002 384,962,232 
RE Cee PEP rT tore 30,674,547 30,700,610 
Net railway operating income 70,546,551 73,502,575 
Operating ratio—per cent .............. 76.61 77.16 
Rate of return on property investment. 4.07% 4.33% 
Four Months ended April 30 
Total operating revenues .............. $1,893,513,565 $1,987,687,365 
Total operating expenses .............. 1,448,560,061 1,530,542,176 
NN aie cata valerie 0 Saati Siar GSAS oh OSI wih rial Se 119,561,257 121,033,630 
Net railway operating income .......... 287,892,846 299,029,524 
Operating ratio—per cent .............. 76.50 77.00 
Rate of return on property investment. 4.32% 4.60% 


OPERATING STATISTICS 


Operating statistics of Class I railroads, exclusive of switch- 
ing and terminal companies, for March and the three months 
ended with March, prepared from reports of carriers by the 
bureau of statistics of the Commission, show the following: 


Loaded car-miles—1,512,196,000 for March and 1,528,901,000 for 
March, 1927; 4,188,297,000 for three months ended with March and 
4,242,970,000 for same period of 1927. 

mpty car-miles—865,826,000 for March and 879,326,000 for March, 
1927; 2,460,753,000 for three months ended with March and 2,533,145,- 
000 for same period of 1927. 

Net ton-miles—39,467,000,000 for March and 41,817,000,000 for March, 
1927; 111,436,000,000 for three months ended with March and 118,298,- 
000,000 for same period of 1927. 

Average number locomotives on line—30,577 for March and 31,325 
for March, 1927; 30,605 for three months ended with March and 31,353 
for same period of 1927. 

Average number freight. cars on line—2,476,476 for March and 
2,512,738 for March, 1927; 2,481,049 for three months ended with March 
and 2,516,669 for same period of 1927. 

Per cent unserviceable total locomotives—16.4 for March and 
16.9 for March, 1927; 16.3 for three months ended with March and 
16.8 for same period of 1927. 

Per cent unserviceable total cars on line—6 for March and 5.6 for 
March, 1927; 5.9 for three months ended with March and 5.6 for 
same period of 1927. 

Car-miles per car-day—31 for March and 30.9 for March, 1927; 
= Rd three months ended with March and 29.9 for same period 
° 3 

Net tons per loaded car—26.1 for March and 27.4 for March, 1927; 
wg three months ended with March and 27.9 for same period 
o 4 . 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended May 26 ex- 
ceeded the million-car mark for the third consecutive week so 
far this year, according to the car service division of the Amer- 
ican Railway Association. Total loading amounted to 1,020,916 
cars. 

Compared with the preceding week, this was an increase of 
17,419 cars, due principally to the heavier movement of ore, al- 
though there were also increases reported in the number of 
cars loaded with grain and grain products, live stock, coal, 
forest products and miscellaneous freight. Decreases compared 
with the week before were reported in the total loading of coke 
and merchandise less-than-carload freight. 

The total for the week ended May 26 was a decrease, how- 
ever, of 5,873 cars below the same week in 1927, as well as a 
decrease of 59,870 cars compared with the corresponding week 
two years ago. 

Revenue freight loading the week ended May 26 and for the 
corresponding period of 1927, by districts, was reported as 
follows: 


Eastern district: Grain and grain products, 6,590 and 8,163; live 
stock, 2,309 and 2,692; coal, 44,911 and 41,134; coke, 2,092 and 1,792; 
forest products, 4,361 and 4,747; ore, 5,314 and 5,635; merchandise, 
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Connections 


The South Shore Line is electrified, connect- 
ing with the L. E. & W. district of the 
N. Y. C. & St. L. Railroad at Michigan City, 
Ind.—Wabash Railroad at Gary, Ind.— 
E. J. & E. Railroad at Goff Jct. (Gary)— 
Indiana Harbor Belt at East Chicago, Ind. 
—B. & O. C. T. Railroad at Hammond, Ind. 
—Belt Railroad of Chicago, at Hegewisch, 
Ill.—Illinois Central Railroad and Pullman 
Railroad at Kensington Station, Chicago. 


Traffic Department 


79 West Monroe Street 
Chicago, Ill. 


Michigan and La Salle 
South Bend, Ind. 
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“Symbol of Service’’ 


The South Shore Line trade mark, 
at the top of this advertisement, is 
adapted from a legionary emblem of 
ancient imperial Rome. In those days 
it meant conquest. Here it has meant 
conquest, too,—of the great problem 
of railroad rehabilitation attacked two 
years ago by the present management. 
Now we submit it as the “Symbol of 
Service” to shippers of carload freight 
through Chicago, for these reasons: 


Strategic connections. 

Fast schedules. 

Frequent trains. 

Short runs. 

Frequent switching. 

Personal interest in every shipper. 


A high-class passenger service, an- 
ticipating the needs of industrial 
employes’ transportation, as well as 
de luxe conveniences for the most 
fastidious—Chicago, Hammond, East 
Chicago, Gary, Michigan City and 
South Bend. 
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CHICAGO SOUTH SHORE & SOUTH BEND R. R. 
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. C. L., 71,852 and 71,094; miscellaneous, 105,702 and 101,045; total, 
1928, 243,131; 1927, 236,302; 1926, 261,684. 

Allegheny district: Grain and grain products, 2,592 and 3,264; 
live stock, 1,742 and 2,086; coal, 42,138 and 41,208; coke, 5,209 and 
5,304; forest products, 3,088 and 3,249; ore, 10,643 and 13,225; mer- 
chandise, L. C. L., 54,871 and 56,428; miscellaneous, 89,626 and 88,956; 
total, 1928, 209,909; 1927, 213,720; 1926, 218,814. 

Pocahontas district: Grain and grain products, 200 and 219; live 
stock, 119 and 113; coal, 40,612 and 45,731; coke, 356 and 455; forest 
products, 1,728 and 2,455; ore, 107 and 179; merchandise, L. C. L., 
7,546 and 7,641; miscellaneous, 6,546 and 6,098; total, 1928, 57,214; 
1927, 62,891; 1926, 57,816. 

Southern district: Grain and grain products, 3,996 and 3,973; live 
stock, 1,901 and 2,382; coal, 20,352 and 23,778; coke, 492 and 623; 
forest products, 20,452 and 22,947; ore, 1,001 and 1,067; merchandise, 


L. C. L., 40,403 and 40,408; miscellaneous, 53,891 and 56,888; total, 
1928, 142,488; 1927, 152,066; 1926, 155,360. 
Northwestern district: Grain and grain products, 10,692 and 


9,222; live stock, 7,329 and 6,906; coal, 4,139 and 5,009; coke, 1,280 and 
1,836; forest products, 18,557 and 18,497; ore, 37,961 and 38,367; mer- 
chandise, L. C. L., 33,733 and 34,535; miscellaneous, 43,948 and 41,911; 
total, 1928, 157,679; 1927, 156,283; 1926, 165,894. 

Central Western district: Grain and grain products, 10,006 and 
10,105; live stock, 10,229 and 10,949; coal, 7,448 and 6,125; coke, 323 
and 281; forest products, 12,379 and 12,064; ore, 3,432 and 3,517; mer- 
chandise, L. C. L., 34,690 and 34,855; miscellaneous, 58,813 and 56,138; 
total, 1928, 137,320; 1927, 134,034; 1926, 144,572. 

Southwestern district: Grain and grain products, 4,833 and 4,800; 
live stock, 2,520 and 3,213; coal, 3,254 and 2,725; coke, 161 and 202; 
forest products, 7,965 and 8,049; ore, 395 and 485; merchandise, L. 
Cc. L., 16,514 and 16,586; miscellaneous, 37,533 and 35,433; total, 1928, 
73,175; 1927, 71,493; 1926, 76,646. 

Total, all roads: Grain and grain products, 38,909 and 39,746; live 
stock, 26,149 and 28,341; coal, 162,854 and 165,710; coke, 9,913 and 
10,493; forest products, 68,530 and 72,008; ore, 58,853 and 62,475; mer- 
chandise, L. C. L., 259,649 and 261,547; miscellaneous, 396,059 and 
386,469; total, 1928, 1,020,916; 1927, 1,026,789; 1926, 1,080,786. 


Loading of revenue freight in 1928 compared with the two 
previous years follows: 





1928 1927 1926 
Four weeks in January......... 3,447,723 3,756,660 3,686,696 
Four weeks in February........ 3,589,694 3,801,918 3,677,332 
Five weeks in March........... 4,752,031 4,982,547 4,805,700 
Pour weens in April. .......00 3,738,295 3,875,589 3,862,703 
Four weenms in May ......s.-... 4,006,058 4,108,472 4,145,820 
MN 565 Soran Sales olive aces 19,533,801 20,525,186 20,178,251 





COMMODITY LOADING STATEMENT 

The car service division of the American Railway Associa- 
tion has issued a special commodity loading statement for the 
years 1927, 1926, 1925, 1924, 1923, showing tonnage originated 
in those years by railroads that originated 500 or more carloads 
of specified commodities in 1927 in numerical order according 
to the highest tons per car that year, and progress made in 
avefage tons per car originating, listed by railroads originating 
500 or more carloads for each commodity in the order of largest 
increase in average tons per car, 1927, compared with 1923. The 
statement shows that the average of tons per car for all car- 
load traffic was 35.1 tons in 1827 as compared with 34.5 tons 
for 1923. Seventy-six roads showed increases in 1927 as com- 
pared with 1923 in the average tons per car of freight originated 
and 48 roads showed decreases. 





CONDITION OF EQUIPMENT 


Freight cars in need of repair on Class I railroads on May 
15 totaled 154,168, or 6.9 per cent of the number on line, ac- 
cording to reports filed by the carriers with the car service 
division of the American Railway Association. This was an 
increase of 4,299 cars above the number reported on May l, 
at which time there were 149,869, or 6.7 per cent. Freight cars 
in need of heavy repairs on May 15 totaled 109,253, or 4.9 per 
cent, an increase of 3,316 compared with May 1, while freight 
cars in need of light repairs totaled 44,915, or 2 per cent, an in- 
crease of 983 compared with May 1. 

Locomotives in need of repair on Class I railroads on May 
15 totaled 9,103, or 15.2 per cent of the number on line. This 
was an increase of 540 locomotives compared with the number 
in need of such repairs on May 1, at which time there were 
8,563, or 14.38 per cent. Locomotives in need of classified re- 
pairs on May 15 totaled 5,014, or 8.4 per cent, an increase of 
214 compared with May 1, while 4,089, or 6.8 per cent, were in 
need of running repairs, an increase of 326 compared with the 
number in need of such repairs on May 1. Class I railroads 
on May 15 had 6,912 serviceable locomotives in storage, com- 
pared with 7,136 on May 1. 


LUMBER SHIPMENTS 


The Trafic World Washington Bureau 


The output of the organized lumber industry as represented 
by reports from 858 mills, as against 839 for the week before, 
increased ten million feet the week ended May 26. Shipments 
by the same mills increased 14,000,000 feet and orders 19,000,000 
feet. The apparent increases in the various factors are ac- 
counted for mainly by the larger number of reporting mills on 
the softwood side of the industry, but the 428 hardwood mills, 
while having less output, increased shipments 4,000,000 feet 
and order 9,000,000 feet over the figures for 427 mills the week 
before. Statistical comparisons with last year are worthless 
because of the change in the number of reporting mills, but 
there is no doubt that new business is well ahead of last year, 
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says the National Lumber Manufacturers’ Association in pyp 
lishing the figures of production, shipmerits and orders. Taking 
the figures as they said, the volume of new business would 
appear to be considerably ahead of last year for the first five 
months of 1928. Production of the industry as a whole is bg. 
lieved to be somewhat less. Total lumber shipments as reflectej 
in car loadings are less than last year by about 5 per cent. 

The following table compares the lumber movement, as Te. 
flected by the reporting mills of eight softwood, and two hard. 
— _— associations, for the three weeks indicated; 000’; 
omitted: 


, Corresponding Precedin A 
Week Ended May 26 Week, 1927 1928 (Revises) 
a. — Soft- Hard- Soft- Hard- 

Ww 7 7 “ 7, 
Mills (or 00 woo wood wood wood wood 
Units*) ‘ia 430 428 305 135 412 " 
Fresca nets oe 4 ye otyts 14,268 251,779 53 Fi 
pments .....287, : 15,6 0,617 3 57.755 
Orden lew 3 20,617 277,436 57,755 
PS sccaks 304,616 63,699 214,100 19,278 286,963 52,109 





*A unit is 35,000 feet of daily production capacity. 


Comparing reports from 824 of the larger lumber mills of 
the country with reports from 871 such mills a week ago, the 
National Lumber Manufacturers’ Association concludes that 
there was some seasonal curtailment of the lumber movement 
the week ended June 2. Average production for the reporting 
mills fell off, average shipments were about the same and cur. 
rent orders declined—as compared with the immediately preced. 
— Hardwood and softwood mills were affected sim. 
ilarly. 

In a formal review of the position of the lumber industry, 
Wilson Compton, secretary and manager of the National Lun. 
ber Manufacturers’ Association, says: 


_,_.The Tumber industry has rarely been in a more favorable sta-. 
tistical position. Fundamentally, the supply and demand relation 
in the lumber industry as a whole is more favorable than at any 
time during the past five years. Reported new business booked 80 
far this year has exceeded production by 10 per cent. Nor for many 
years have there been so widely diversified outlets for lumber, in- 
cluding export, coastwise and rail trade, for both construction and 
industrial consumption. 


The following table compares the lumber movement, as re. 
flected by the reporting mils of eight softwood, and two hard- 
pate — associations, for the two weeks indicated; 000’s 
omitted: 


Preceding 
Past Week Week, 1928 (Revised) 
’ ; Softwood Hardwood Softwood Hardwood 
Mills (or Units*) ...... 416 408 443 428 
PYOGUCtION .0.6.6:606000006 262,125 56,636 289,384 60,586 
Shipments ....... praieh ores 295,318 56,668 308,561 61,989 
Orders (New Business).263,880 51,702 329,914 63,699 





*A unit is 35,000 feet of daily production capacity. 


TELEPHONE COMPANY EARNINGS 


Operating income of large telephone companies for the three 
months ended with March totaled $62,467,678 as against $58,735, 
220 for the corresponding period of 1927, an increase of 6.4 per 
cent, according to the Commission’s monthly statement prepared 
from company reports by its bureau of statistics. For March 
the operating income was $21,664,318, an increase of $1,332,398 
or 6.6 per cent as compared with that for March, 1927. The 
number of company stations in service at the end of March was 
15,022,265, an increase of 746,938 or 5.2 per cent, as compared 
with the number at the end of March, 1927. 


LIVE STOCK RATES, ETC. 


The net return received by the producer of live stock, after 
freight and other distribution costs had been paid, was greater 
in 1927 than for any similar period in the last four years, says 
the Bureau of Railway Economics as the result of a study of 
the relationship of live stock prices to transportation costs. In 
a summary, the bureau says: 


The distribution of each dollar paid by the purchaser of live 
stock, which includes cattle and calves, hogs and sheep, follows: 
: 1926 








1924 1925 1927 

Item Cents Cents Cents Cents 
To freight ooo ee 5.6 4.5 4.3 3.8 
To other distribution costs........ 3.0 2.5 2:3 2.2 
To the producer or shipper........ 91.4 93.0 93.4 94.0 
TEE, Cidincdins cindeandmeweemeueees 100.0 100.0 100.0 100.0 


The portion of the live stock purchaser’s dollar accruing to the 
producer or shipper, according to the study, increased from 91.4 
cents in 1924 to 94 cents in 1927. The proportion paid for freight 
decreased from 5.6 cents in 1924 to 3.8 cents in 1927, while that por- 
tion paid for other distribution costs, which include feed and bedding 
en route, stock yard-expenses and commissions, has been steadily 
decreasing from 3 cents in 1924 to 2.2 cents in 1927. 

The study of the Bureau of Railway Economics is based on sales 
made at ten large markets in 1924, 1925, 1926 and 1927. The ten 
markets are: Baltimore, Md.; Chicago, Ill.; East St. Louis, IIl.; Ft. 
Worth, Tex.; Jersey City, N. J.; Kansas City, Mo.; Lancaster, Pa.; 
Nashville, Tenn.; South Omaha, Neb., and South St. Paul, Minn. 

The average price paid by the purchaser for the three classes 
of live stock combined was $7.36 per hundred pounds in 1924, $8.93 
in 1925, $9.27 in 1926, $9.56 in 1927 and $8.65 over the four years. 
The average amount absorbed by freight charges was 41 cents per 
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Will Be Officially Opened 
June 25th, 1928 


SERVING THE— 


TOPEKA © 






WICHITA 


PORT OF 


MOBILE 


More than a million square feet of concrete and 
steel, sprinkler protected warehouse and transit shed 
space, at shipside, now ready to receive, store and for- 
ward freight by rail, river or ocean carriers. 


The Bulk Material Handling Plant is in operation, 
transferring coal, coke, manganese ore, bauxite and 
fertilizer materials to and from cars, barges, ships or 
storage bins. 


Special facilities now in operation include U. S. 
Bonded Cotton Warehouse, High Density Compress, 
Flour Reconditioning and Blending Plant, 75-ton der- 
rick, and equipment for handling all classes of freight 
with the greatest possible dispatch. 


Let the Traffic Department show how you can save 
time and money on your import, export, coastwise or 
intercoastal shipments. Address— 


++ ALABAMA :* 2’ 
STATE,DOCKS COMMISSION 


~~ MOBILE, ALABAMA’ 4 
~~ 2 Ae =e 


THE TRAFFIC 





WORLD » MSI 


It Costs No More to Ship 


vid 


“1. C. & E.”’ Fast Freight! 





Babe ied 


“We Have the Service” 


Gentlemen: 

Electric Railways have the service! 

Overnight between important Ohio, 
Indiana and Michigan points such as 
DETROIT, TOLEDO, LIMA, FT. 
WAYNE, BELLEFONTAINE, UR- 
BANA, SPRINGFIELD, DAYTON, 
CINCINNATI, INDIANAPOLIS, 
CLEVELAND, NEWARK, ZANES- 
VILLE, COLUMBUS. 

Second and third day service to 
northern Michigan and Western Indiana 
points. 

Via “Monon-I. C. & E.” route. Second 
Day deliveries are regularly effected 
between Chicago and 179 other “C. 1. & 
L.” Ry. points in Indiana and Illinois 
and the majority of “I. C.& E.” points— 

Via Southern freight territory and 
“T.C.& E.” routes; Two to Seven Days 
between “I. C. & E.” points in Ohio and 
cities in 10 Southern States south of the 
Ohio and east of the Mississippi Rivers. 

You want SERVICE! 

We have it. 

It will pay you to investigate! 


The “I. C. & E.” 
Traction Lines 


Columbus, London, Springfield, Dayton, 
Urbana, Bellefontaine, Lima 


WM. R. HUFFER, 
Traffic Manager Springfield, Ohio 
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hundred pounds in 1924, 40 cents in 1925 and 1926, 37 cents in 1927, 
and 40 cents over the four years. Other costs of distribution averaged 
22 cents per hundred pounds in 1924 and 1925, 21 cents in 1926 and 
1927, and 22 cents over the four years. The average net proceeds 
to the seller at shipping poiont was $6.73 per hundred pounds in 
1924, $8.31 in 1925, $8.66 in 1926, $8.98 in 1927, and $8.03 per hundred 
pounds over the four years. Thus on a hundred-pound basis, the 
price paid by the purchaser increased gradually each year and the 
combined freight charges and other costs of distribution declined 
slightly each year, whereas the net proceeds to the seller at shipping 
points increased gradually each year. The increase over the four- 
year period in net proceeds per hundred pounds to the seller at 
shipping point was both relatively and actually greater than the 
increase in average price paid by the purchaser. : 


COAL PRODUCTION AND SHIPMENT 


Total production of soft coal the week ended May 26 was 
estimated at 8,380,000 net tons by the Bureau of Mines of the 
Department of Commerce. This represented an increase of 
198,000 tons as compared with the output in the preceding 
week. Anthracite production was estimated at 2,027,000 net 
tons, an increase of 332,000 tons as compared with the 
output in the preceding week. This was the highest weekly 
production of anthracite recorded since August, 1927. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended May 27 totaled 1,178,221 net tons, while anthra- 
cite shipped from Lake Erie ports totaled 26,778 net tons. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended May 26 totaled 379,490 net tons, of which 207,931 
tons were for New England delivery. From Charleston, S. C., 
3,304 net tons were shipped. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended May 19 were reported 
as follows: Bituminous, 1,914 cars; anthracite, 3,683 cars. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended June 2 totaled 19,764 cars, as compared with 19,380 cars 
(revised) the preceding week and 14,692 cars in the correspond- 
ing period of 1927, according to the Bureau of Agricultural Eco- 
nomics of the Department of Agriculture. Shipments were re- 
ported as follows: 


Apples, 346 cars; asparagus, 60 cars; cabbage, 915 cars; can- 


taloupes, 1,933 cars; carrots, 214 cars; cauliflower, 35 cars; celery, 


265 cars; cherries, 247 cars; cucumbers, 407 cars; eggplant, 3 cars; 
imports, 1 car; grapefruit, 177 cars; imports, 1 car; green peas, 214 
cars; lemons, 315 cars; lettuce, 701 cars; miscellaneous melons, 29 
cars; imports, 57 cars; mixed citrus fruit, 56 cars; mixed deciduous 
fruit, 130 cars; mixed vegetables, 792 cars; onions, 444 cars; imports, 
1 car; oranges, 974 cars; imports, 3 cars; peaches, 11 cars; peppers, 
97 cars; plums and prunes, 177 cars; spinach, 10 cars; strawberries, 
3,460 cars; additional movement of strawberries by truck reduced to 
carlot equivalent, for Delaware, Maryland and Virginia, 723 cars; 
string beans, 399 cars; sweet potatoes, 133 cars; tomatoes, 1,118 cars; 
imports, 15 cars; watermelons, 505 cars; imports, 1 car; potatoes, 
1928 season, 3,256 cars; potatoes, 1927 season, 1,618 cars. 


CALIFORNIA DATE SHIPMENT 


The first full carload of dates ever shipped from the state 
of California left Indio, on the Southern Pacific lines, June 6 
and is moving via Corsicana, Texas, Cotton Belt Route, to St. 
Louis. From this point the Pennsylvania lines will carry the 
shipment to New York City. The Southern Pacific-Cotton Belt 
Route was recently selected for the first carlot shipment of 
cantaloupes from the Imperial Valley to St. Louis. 


WOOL RATES TO NEW ENGLAND 


Hearing in docket 20703, Boston Wool Trade Association 
and others against the A. & R. and others, began at Chicago 
before Examiner Kerwin June 2. Dockets 20702, Midwest Wool 
Trade Association against the A. & W., and 20571, Midwest 
Wool Trade Association against the A. & E., which were joined 
with it for hearing, were tentatively assigned for hearing June 
15, because of considerations of time arising in connection with 
other cases assigned to the examiner. 

The complaint attacks the carload rates on wool and mo- 
hair from western territory, including Texas, to Boston and 
other New England destinations as unreasonable and asks for 
reparation. The charge of unreasonableness has a three-fold 
aspect, the most comprehensive being that, in compliance with 
the Commission’s order in the socalled wool rates investiga- 
tion of 1923, which prescribed a mileage scale for application 
to the traffic, the carriers computed distances on an improper 
basis. The complaint further alleges that a proper readjust- 
ment was not made of joint rail-and-water and rail-water-and- 
rail rates in accordance with the Commission’s view, expressed 
in the wool rates investigation, that they should be adjusted in 
conformity with the readjustment of the all-rail rates. A third 
charge is that, while the Commission said rates from points on 
narrow gauge lines might be made on a basis higher than the 
scale, the rates put into effect from such points were in excess 
of that justified by the difference in conditions. 

According to the testimony of H. A. Davis, manager of the 
transportation department, Boston Wool Trade Association, the 
complainant’s contention is that the Commission’s language in 
its order in the wool rates investigation required the carriers 
to base the rates on mileage computed by the shortest possi- 
ble routes not requiring transfer of lading. The carriers contend 
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that the mileage should be computed bythe shortest reasonable 
workable routes—making use of the routes the traffic woulg 
normally follow, for that purpose. In the case of routes yig 
the lakes, in general, Mr. Davis asked that the water Mileage 
be equated on the basis of three miles by water for one by 
rail, and for the water routes from the Gulf, he asked that the 
computation be on the basis of 3.6 miles for one. Mr. Davis 
introduced a mass of detailed testimony setting forth routes 
and distances which he said would produce lower rates thap 
those established by the carriers. The reductions in the alj. 
rail rates which would result from the application of the mile. 
ages used by him, as against thoes used by the carriers, ranged 
from four cents at such points as Cobre, Nev., and Maxwell, 
N. M., to 25 cents at Antonito, Colo. The majority of the re. 
ductions, according to his testimony, would amount to five or 
ten cents a hundred pounds. 

J. M. O’Daniel, secretary and treasurer of the Wool Grow. 
er’s Central Storage Company, San Angelo, Tex., introduced 
testimony with respect to the handling of wool and mohair 
from the time of shearing until it was marketed, and other 
matters. His testimony particularly stressed the importance 
of the present grouping adjustment. He explained that 90 to 
95 per cent of the Texas production came from an area which 
had a single group rate to the New England destinations and 
contended that it was vital to the industry that that be not 
disturbed. 

“We are willing that the question of the level of the rates 
be settled between the complainant and the defendants,” he 
said, “but we do not want the present grouping or our concen- 
tration privileges disturbed.” 

Similar testimony was introduced by C. C. Belcher, presi- 
dent and manager of the Del Rio (Tex.) Wool and Mohair 
Storage Company. He said that the producers had been greatly 
benefited by the grouping adjustment. That adjustment had 
been in about four years, he said. Prior to that time, according 
to him, there was a great deal of dissatisfaction among the 
producers, but there had been none since. 

The following representatives of steamship lines testified: 
J. B. Sweeny, Merchants’ and Miners’ Transportation Company; 
W. H. Blasdale, Eastern Steamship Company; W. P. Levis, 
Clyde Steamship Company and Mallory Steamship Company; 
J. B. Heckendorn, Canadian Atlantic Transit Company; Wil- 
liam Simmons, Morgan Line, and H. S. Noble, Great Lakes 
Transit Corporation. 


In general their position was that the basis proposed by 
the complainants for the establishment of the rail-and-water 
rates would not give them sufficient revenue. While they must 
have rates lower than the all-rail rates, they held, the rates 
that would result from the application of the formula proposed 
by the complainant would have a serious result on their earn- 
ings. According to Mr. Simmons, that basis would reduce the 
rates on the Texas wool, on the average, 60 cents a hundred 
pounds. It would mean a loss of about a quarter of a million 
dollars annually to the carriers handling the Texas product, he 
said. Facts as to the cost of handling the wool and other mat- 
ters were presented. 


According to F. L. Gordon, assistant general freight agent, 
Southern Pacific, appearing for the southwestern lines gen. 
erally, the carriers “complied specifically with the Commission’s 
order and computed distances by the shortest workable routes.” 
Among other things, he pointed out that the lines of the car- 
riers in the southwest crossed and recrossed each other, and 
that if they should be required to compute distances by the 
shortest routes not necessitating transfer of lading, it would 
be necessary, in many instances, to use one line more than 
once and, in some instances, a number of times. 

“If the distances are to be computed by the shortest possi- 
ble routes,” he said, ‘the scale should be increased.” 

He introduced testimony with respect to the earnings pro- 
duced by the traffic, compared that to the earnings produced 
by other traffic, and otherwise attempted to show the unrea- 
sonableness of the complainant’s proposal. Considerable stress 
was placed on the fact that, under the present adjustment, the 
through rates include less-carload handling of the traffic from 
country points up to concentration points. 


“If this method of computing mileage by splitting hairs is 
to be insisted upon,’ said A. A. Johnson, assistant general 
freight agent, Southern Pacific, “I think the carriers better do 
some of it themselves and figure mileage on the basis of actual 
car movement.” 

Questions as to the propriety of figuring the mileage on 
stations, as against actual junctions, the use of routings through 
Canada and other matters were gone into in considerable de- 
tail. It was expected the hearing would conclude June 8. 





FOREIGN LINE MAIL CONTRACT 


The Post Office Department has announced the award of 
an ocean mail contract to Nippon Yusen Kaisha, the Japanese 
steamship line, for the transportation of mail in the San Fran- 
cisco-Honolulu-Hawaii service, for one year from July 1, 1928, 
at the rate of 6 cents a pound for first-class mail and 2% cents 
a pound for all other mail carried. 
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W.G. Roche, Inc., Gen. Agt., 


THE TRAFFIC WORLD 


Speed 
Across 
the Pacific 


via Seattle 


and the Great Circle Track—the Short 
Route to the Orient. Build your bus- 
iness in the Orient by prompt deliv- 
eries. This you can accomplish by us- 
ing the President Liners. Every alternate 
Saturday a sailing from Seattle for Yoko- 
hama, Kobe, Shanghai, Hong Kong, 
Manila. Through Bills of Lading issued 
to all Oriental ports. 


T. J. Kehoe, Gen. Eastern Agt., 32 Broadway, New York 


1714 Dime Bank Bldg. 110 S. Dearborn St., 
Detroit, Mich. Chicago, Ill. 
L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 


American Mail Line 


Other Offices, Boston, Philadelphia, Baltimore, Pittsburgh, 


Portland, Ore., San Francisco, Calif., Tacoma, Wash., 
Vancouver, BC... Victoria, B.C. 








Weekly Services: New York (Ward Line) 
New Orleans (Cuyamel Line — Mexican- 
American Line.) 


Through bills of lading issued by 
steamship lines to all destinations 
on the National Railways of Mexico 


R. W. Bruce, Gen. Agt., 


Voy. Baltimore 
No. Ship Arrive Depart 


3 YORKMAR May 3 May 8 
3 MASSMAR | May 18 May 23 


3 OAKMAR June 3 June 8 
3 TEXMAR Junel18 June23 
70 CUBORE July 3 July 8 
SSS 
San Francisco 
Voy. Oakland 
No. Ship Arrive— Depart 








3 YORKMAR | Junel2 Junel5 
3 MASSMAR | June27 June30 


3 OAKMAR July 13 July 16 
3 TEXMAR July 28 July 31 
70 CUBORE Aug.12 Aug. 15 


benefits of: 


Careful handling of your merchan- 
dise. An experienced organization 
at your disposal. Lowest risk of loss 


New York, N. Y. 

ure belting, Philadelphia, P. 
Oliver Building, Pittsburgh, Pa. 
Rookery Building, Chicago, Ill. 
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Calmar Steamship Corporation 


CALMAR LINE — COAST-TO-COAST 





Philadelphia Los Angeles 
Arrive— Depart Arrive— Depart 


May 10 May 15 
May 25 May 30 
Junel0 Junel5 
June25 June30 
July 10 July 15 


Portland 
Arrive— Depart 


Junel18 Junel9 
July 3 July 4 
July 19 July 20 
Aug. 3 Aug. 4 
Aug. 18 Aug. 19 


June 5 June10 
June20 June25 
July 6 July 11 
July 21 July 26 
Aug. 5 Aug. 10 


Seattle 
Arrive Depart 


June21 June23 
July 6 July 8 
July 22 July 24 
Aug. 6 Aug. 8 
Aug.21 Aug. 23 





We are offering direct fortnightly sailing from the Port of Philadelphia 
to Los Angeles Harbor, San Francisco, Oakland, Portland and Seattle. 
In specifying routing via CALMAR LINE you will be assured of the 


and damage. Maintenance of schedule. 


Attention to the 


small details. Re- 


liability of service. 


For information regarding rates, apply to 


CALMAR STEAMSHIP CORPORATION, 
“os xP McCormack, General Agents, 


Citisens National Bank Bldg., Baltimore, Md. 


CALMAR STEAMSHIP CORPORATION, 
Swayne & Hoyt, Pacific Coast Agents, 
240 Front Street, San Francisco, Calif. 
318 Transportation Bldg., Los Angeles 
911 Board of Trade Bldg., Portland, Ore. 
201 Central Bidg., Seattle, Wash. 





Fast Freight Service : Mexico 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 


From Veracruz to: 


Mexico City - - 23 hours 
Pachuca- - - - 23 hours 
Puebla - - - - 20 hours 


From Tampico to: 


Mexico City - - 47 hours 
Pachuca- - - - 47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 


For complete information, communicate with 


F.P. De Hoven, Con. Agent G. B. ents, e Gon. As gent 
1515 Penn Building 219 xc 
New York City 3 Lis Ko Mo. 


F. N. Puente, Gen. Agt. A. Horcasitas, Com com, Et. ie. 
441 Monadnock Big: 414 Ry Bank BI si Marquette 6 Buil ing 
San Francisco, Cali Orleans, La. Chicago, I 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions aon Sa practical traffic 
problems. We do not desire to take the place of traffic man but to 
help him in his work. \ i 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. ’ 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





oS 


Conversion—Liability of Carrier 

Wisconsin.—Question: I will appreciate your legal opinion 
on the authority of an authorized representative. 

We have a large force of salesmen working, and naturally 
there are some who are not strictly honest and very often do 
things that cause us some concern. 

We have had cases where a salesman sends in a fictitious 
order that is later shipped out and refused at destination. The 
salesman is on the lookout for the shipment when it arrives 
and goes to the railroad company and takes delivery of this 
candy, and sells it and misappropriates the proceeds and then, 
very often, leaves the employ of this company and cannot be 
located. 

On one particular shipment we filed claim against the car- 
riers and, after much controversy, we finally succeeded in get- 
ting payment. The carriers seem to contend that they have 
authority to deliver shipments to an authorized representative 
of this company. 

We disagree with them on that section of the bill of lading 
act which reads to the effect that the carrier may only deliver the 
shipment to the consignee or one lawfully entitled to receive it. 

Our interpretation of an authorized representative is that 
he is authorized to act in the capacity for which he has been 
employed. That is, a salesman is authorized to make sales 
only, but has no authority to pick up a shipment. 

Are there any legal rulings covering a like instance or what 
is your opinion on this case? 

We have issued instructions from time to time to the car- 
riers that shipments are only to be diverted on instructions 
from our office, but they have either disregarded our instruc- 
tions or else they have not been forwarded to the proper author- 
ities. 

Answer: The duty of the carrier is not merely to convey 
safely the goods intrusted to it, but also to deliver them to the 
party designated by the terms of the shipment or to his order, 
at the place of destination. This duty to deliver to the proper 
person is absolute. If a carrier delivers goods to a person not 
entitled to receive them it is liable to the person who is entitled 
to them for conversion, rendering it immediately liable, irre- 
spective of its good faith in making the delivery. No question 
of care arises, for in such case the carrier acts at its peril and 
is liable regardless of negligence. See St. Louis, etc., R. Co. vs. 
Larned, 103 Ill. 293; Illinois Cent. R. Co. vs. Parks, 54 Ill. 294; 
St. Louis, etc., R. Co. vs. Rose, 20 Ill. Ap. 670. 


In "Southern Express Co. vs. Freeze, 216 S. W. 303 (Ark.), 
the court held that a carrier should deliver a shipment to the 
consignee only, where there is nothing about the shipment to 
indicate that a party other than the consignee had the right to 
receive it. In Sword vs. Young, 14 S. W. 481 (Tenn.), goods 
ordered over a fictitious name with the intention not to pay 
for them, were delivered by the carrier to the person giving 
the order, upon his presenting an unindorsed bill of lading 
made out in the assumed name, and without requiring him to 
identify himself as the consignee or the consignee’s agent. It 
was held that the carrier was liable to the consignor for the 
price of the goods. 

In the case of the Equitable Powder Mfg. Co. vs. St. L. & 
S. F. Ry. Co., 188 S. W. 964 (Ark.), it is held that a carrier 
acts at its peril in the delivery of freight and neither fraud nor 
mistake will excuse a delivery to one not the consignee; whether 
a carrier receiving freight consigned to a corporation, converted 
it by delivering it to the agent of another corporation, which 
used it without paying the consignor, held under the evidence 
for the jury. 

See also Freedman vs. George W. Burt & Son. Co., Inc., 130 
Atl. 268; Fox River Butter Co. vs. Lightning Motor Line, Inc., 
210 N. Y. S. 172; Kimbrough et al. vs. American Railway Ex- 
press Co., 270 S. W. 518. 

A delivery to the agent of the consignee, or to any other 
person entitled to the goods who has been duly authorized to 
receive the goods for his principal is a good delivery, and will 
relieve the carrier from further liability, and if the person to 
whom delivery is made is really the agent authorized to receive 
the goods, the delivery will be sufficient, although the authority 
was not known to the carrier, or although the delivery was 
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made on sufficient, or even on false evidence. Parker Gordon 
ete., Co. vs. Chicago, etc., R. Co., 179 S. W. 785. But an agent 
engaged in the general employment of the consignee in ¢op. 
nection with his business, may not have such authority as to 
excuse a carrier in making delivery to him if he has not actua| 
authority to receive the goods (Wilson Sewing Machine (Co, 
vs. Louisville, etc., R. Co., 71 Mo. 203; Nebenzahl vs. Fargo, 3 
N. Y. S. 929; Ela vs. American Merchants Union Express (Co, 
9 Amer. Rep. 618), and when the carrier is sued for misdelivery 
it must show that the agent was authorized to receive the goods, 
or at least that he had been clothed with such apparent author. 
ity as to justify it in presuming his authority (Schlesinger ys, 
New York, etc., R. Co., 85 N. Y. S. 372; Waldron vs. Chicago, 
etc., R. Co., 46 N. W. 456); but no greater degree of proof of 
authority in the person to whom they were delivered is required 
than for any other issue in a civil case. 

The above principles are applicable, in our opinion, to the 
instant case. 

Leases 


Arkansas.—Question: In 1922 a common carrier entered 
into a lease agreement with a wholesale grocery concern, an 
interstate shipper, for a small plot of ground on the carrier’s 
right-of-way within the corporate limits of a small town, on 
which plot the wholesale grocer concern later constructed a 
warehouse. 

At the time the lease was executed, an oil boom, at this 
point, was under way, and rental prices were far above normal. 
Since that time the oil boom period has passed and local con- 
ditions have reverted to normal. 

The wholesale grocer concern now finds itself paying rental 
on this leased plot of ground far in excess of the rental charged 
on surrounding property, other than railroad property, and far 
in excess of rentals charged by this same carrier for similar 
plots of ground at other points on its line; also, far in excess 
of rental prices on similar plots of ground charged by other 
carriers at other points on their lines. 

» The town in question is a local point on the carrier’s line 
and the wholesaler has been unable to induce the carrier to 
lower the rental on this plot of ground, but the carrier continues 
to exact the high rental under the agreement entered into dur- 
ing the oil boom days. 


Can you advise whether the Interstate Commerce Con- 
mission or any other governmental body has authority to fix a 
reasonable rental rate in a matter of this kind? If so, what 
would be the procedure necessary? 


Answer: With respect to this question, see the Commis- 
sion’s opinions in Brook Rausch Milling Elevator Co. vs. Mo. 
Pac. Railway Co., 17 I. C. C. 158; Edward Pitwood vs. Northern 
Pacific Railway Co., 51 I. C. C. 535; and Leases and Grants by 
Carriers to Shippers, 73 I. C. C. 671. In the latter casé the 
Commission said: 


The interstate commerce act contains no provision authorizing 
us to prescribe or regulate the terms or conditions under which 
carriers may lease their lands to shippers. The authority which 
we have over such leases is wholly indirect, and comes into being 
only where the lease results in some violation of the interstate 
commerce act or other statute which we administer. Such violations 
may occur when the terms and canditions of the lease are so favor- 
able to the lessee that it is clear that the real consideration for 
the lease must in part be found elsewhere, namely, in the freight 
which he ships over the lines of the lessor carrier. Stated dif- 
ferently, when a carrier permits a shipper to use valuable lands to 
which the carrier has title, without charge or without reasonably 
adequate charge, the practical effect is to reduce that shipper’s trans- 
portation charges, so that there results what amounts to a refund- 
ing or remission of some portion of the published rates. Under such 
circumstances there may be a violation of section 2 of the inter- 
state commerce act, which prohibits the receiving of a greater or 
less compensation for any service rendered than is received for a like 
and contemporaneous service in the transportation of a like kind 
of traffic under substantially similar circumstances and conditions; 
of section 3, which prohibits undue preference of or undue prejudice 
to persons or localities or particular descriptions of traffic; of para- 
graph 7 of section 6, which requires the publication and filing of tariffs 
and prohibits the receiving of a greater or less compensation for any 
service rendered than is specified in such tariffs; or of the Elkins 
Act, as amended, which prohibits both carriers and shippers from 
giving or receiving rebates, concessions, or discriminations. Penalties 
are provided for the violation of section 2 and paragraph 7 of 
section 6 of the interstate commerce act which are enforceable in 
criminal proceedings, and also for the violation of the Elkins Act. 


Apparently the Commission has no juriSdiction over the 
question of whether a rental is excessive, except in so far as 
the matter of undue prejudice is concerned; for instance, where 
a carrier charges one shipper a low rental and another a high 
rental for the same class of property. 


Where, however, a shipper has entered into a contract for 
the lease of property at a rental which, at the time of the 
execution of the lease, was in line with rentals charged others, 
the fact that, owing to a change in the business of the com- 
munity,. property values have declined, is not, in our opinion, 
a cause for interference by either the Commission or courts. 
Tariff Interpretation—Distance Tables for Computing Mileages 

Georgia.—Question: We are having a dispute with a cer- 
tain carrier on the way of computing tank ‘car mileage. This 
carrier claims the distance tables published by that road does 
not apply, but the mileage is to be calculated from an operating 
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> Steamship Service 





Regular Freight Sailings 


between 


New York, New Orleans, 


and San Francisco 


and 
Havana and Santiago, Cuba; Jamaica, 
Panama, Colombia, Costa Rica, Guatemala, 
Honduras, British Honduras, and via trans- 
shipment at Cristobal to West Coast Ports 
of Mexico, Central and South America 





Boston 









For rates and other information, address 


FREIGHT TRAFFIC DEPARTMENT 


321 St. Charles St. 










433 California St. 17 Battery Place 





San Francisco, Cal. New York, N. Y. New Orleans,-La. 
Long Wharf 140 So. Dearborn St. 
Boston, Mass. Chicago, Il. 









BOSTON, MASS. 





View CHARLES RIVER STORES, 131 Beverly st. 


Direct Connection with Boston & Maine R. R. 


Also ALBANY TERMINAL STORES, 137 Kneeland St. 


Direct Connection with Boston & Albany R. R. 


Also SUMMER STREET STORES, 419 Summer St. 


Direct Connection with N. Y., N. H. & H. R. R. 


Also BATTERY WHARF STORES 


Direct Connection with Union Freight R. R. 





Total General Storage Capacity: 9,706,000 Cubic Feet 
MAIN OFFICE: 


Quincy Market Cold Storage & Whse. Co. 


178 Atlantic Avenue, BOSTON, MASS. 
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Fastest Service by Sea 
Passenger and Freight 


Itinerary: New York—Havana—Panama—Canal—Balboa 
—San Diego (Westbound) — Los Angeles — San Francisco. 

Through Bills of Lading to or from other Pacific Coast 
ag also European, West Indian, Canadian, Hawaiian, 

ar Eastern and Australian ports. 

Passengers’ automobiles accepted uncrated as baggage 
at moderate charge. All steamers equipped for refrigerator 
cargo. 


Proposed Sailing Dates: 


Eastbound from 


Westbound from New York San Francisco—Los Angeles 


Manchuria... . June 16 California (new) June 23 
Mongolia ..... June 30 Manchuria.... July 7 
California (new) July 14 Mongolia..... July 21 


fonama foeifie fine 


INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, N. Y. C. 1 Broadway, N. Y. C. 

(W. 23rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8300 
Chicago, 180 N. Michigan Ave. Boston, 84 State Street 
Philadelphia, Public Ledger Bldg. Baltimore, Chamber of Com- 


San Francisco, 60 California St. 
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Just Published —A Manual on the Law of 
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Contracts of Shipments 
By ERNEST W. HOTCHKISS 


Assistant Treasurer, the Grand Trunk Railway System; 
Member of the Michigan Bar. 


A NEW BOOK which sets forth clearly, concisely, and 
fully, the rights, duties, and liabilities of each party 
to a transportation agreement, whether shipper, carrier, 
consignee, or other holder. It fills an urgent need of traffic 
managers, financial executives, and all concerned with ship- 
ment or receipt of goods. 

For avoiding disputes, steering 
clear of needless tangles, and safe- 
guarding your company’s interests 
generally, you have at hand in this 
volume an authoritative legal inter- 
pretation to cover almost any con- 
ceivable situation that can arise 
from domestic or export shipments. 


THE BOOK COVERS: Claims 
for Loss or Damage — Transpor- 
tation Agreement as Receipt, 
Contract, Document of Title, In- 
strument of oes — Seanad e in 
Transitu—Latest Forms of Bills of 
Lading with Full Texts of Related 
Statutes, Rules, and Regulations— 
etc., etc. 287 Pages. Price $5.00. 





The Ronald Press Co., 15 E. 26th Street, New York, N. Y. 


Send me postpaid, Hotchkiss’ The Law of Bills of Lading. Within 
five days after receipt, I will send you $5.00 or return the book. 
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standpoint, which figures shorter to and from the same points 
than that published in the tariffs. 

We contend this carrier has no right to deviate from the 
lawfully published distance table, but they insist the distance 
table does not apply, in this case for the computation of tank 
car mileage, and mileage is to be computed from where the 
tank actually is put in their train. 

Please advise, giving specific authority. 

Answer: In Central Iron and Coal Company vs. Director- 
General, the Commission holds that a distance rate is a legal 
rate only when distance can be determined from a tariff pub- 
lication with the same definiteness as the quantum of the rate 
itself. 

In paragraph A of rule 10, of Agent B. T. Jones’ Mileage 
Tariff No. 7-E, I. C. C. No. 1677, to which we presume the carrier 
in question is a party, it is stated that “mileage will be com- 
puted on basis of distance table applicable between stations of 
origin and destination over route of movement.” This tariff 
does not define the term “distance table’ nor does it make 
cross reference to the distance tariff or tables of carriers parties 
thereto. 

In order, however, to give legality to the provisions of rule 
10 of the mileage tariff, we believe that the Commission would 
construe the term “distance tariff’ as used therein, to mean 
distance tariffs or tables of the carriers parties to the tariff 
‘lawfully on file with the Commission.” This, notwithstanding 
that under rule 10 (h) of Tariff Circular 18-A, a distance tariff 
should be referred to by I. C. C. No., which is in effect the 
holding in Conference Ruling 202. 

It is to be observed that the provision in paragraph A of 
rule 10 of Agent B. T. Jones’ I. C. C. No. 1677, was incorporated 
therein in accordance with the findings of the Commission in 
the Private Car Case, 50 I. C. C. 652, on page 686, of which case 
the Commission said: 


The computation of mileage as a basis of payment for private 
ears should be upon the distance of the haul, with reference to dis- 
tance tables established by carriers. The practice with respect to 
such payments should, of course, be uniform. 


In the Consolidated Classification, under the heading of 
“Railway Equipment” in item 3, page 381, reference is made to 
mileage or distance tables as follows: “Under tariffs and mile- 
age tariffs of the individual carriers lawfully on file with the 
Interstate Commerce Commission.” Such a cross' reference 
should be made in paragraph A of rule 10, of Agent B. T. Jones’ 
Tariff No. I. C. C. 1677. 

Damages—Measure of Where Goods Have No Market Value 

New Jersey.—Question: Will you kindly give your opinion 
on the following, together with any court decisions which might 
govern: e 

Our house publishes a nationally known magazine. To in- 
crease our circulation, which in turn increases our advertising, 
with a resultant larger income, more than covering our costs, 
our publications are sold to wholesalers for eight cents less 
per copy than the cost of production. The wholesalers-sell the 
publication for three cents less per copy than the production 
cost, freight charges to the wholesaler being borne by us. From 
this you will note that the newsstand price is less than the cost 
price. On which figure should our claims be based? 

We also have subscribers to whom we sell at less than the 
production cost, also less than the newsstand price. On what 
price sheuld claims covering shipments of this sort be based? 
(These are not the ordinary mail subscribers; the copies are 
distributed by the various merchants throughout the country 
and are called for by the subscribers. The subscription price 
is paid to us annually, the merchants receiving no direct mone- 
tary profit, and are handled in connection with our other prod- 
ucts. We have reference to shipments lost between our plant 
and the merchants’ stores.) 

To our mind, the production cost should be used, as our 
circulation figures are based upon the net paid income. When 
copies are lost, the purpose for which we are selling the books 
at a lower figure is lost, and we derive no revenue from our 
lowered price. 

Answer: Ordinarily, the market value at point of destina- 
tion is the measure of damages where goods are lost in trans- 
portation. 

Where goods lost in transportation have no market value 
in the ordinary acceptation of the term, such, for instance, as 
wearing apparel, household goods, etc., compensation for the 
actual loss is the fundamental principle on which the measure 
of damage rests. The amount to be awarded as damages is 
ordinarily the actual value of the goods lost to the owner, con- 
sidering their cost, the practicability and expense of replacing 
them, and such other conditions as affect their value to the 
owner, and not what the goods might bring if sold as second- 
hand goods, or merely nominal damages. 

Such a basis of estimating damages, it is said, would be 
unjust, as the amount awarded would then depend largely on 
circumstances which would have nothing to do with the intrinsic 
value of the articles or their actual worth to the owner. 

Under the facts given in your letter, in view of the element 
of advertising, the price at which the magazines are sold to 
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merchants does not constitute a market value. While produc- 
tion costs may not, in fact, represent value, in that it must be 
assumed that your income is enhanced by the sale of the maga. 
zine at less than production cost, if your operations show a 
profit over and above expenses, it may be presumed that the 
sale of the magazine contributes thereto. 

We therefore believe that the production cost represents 
at least the fair and reasonable value of the magazines, and 
that under the principle of the decisions involving the measure 
of damagaes for household goods, etc., you can recover dam- 
ages in that amount. See Cordery vs. American Railway Ex. 
press Co., 187 Atl. 719; Davis vs. Rhodes, 266 S. W. 1091; Amer. 
ican Railway Express Co. vs. Thompson, 2 S. W. (2d) 493: 
Pittman vs. Ft. Worth Warehouse and Storage Co., 258 S. w. 
1105; Burnett-Craft Kauffman Milling Company vs. N. Y. C. & 
St. L. R. Co., 260 S. W. 508; Davis vs. Standard Rice Co., Inc., 
293 S. W. 593. 

Routing and Misrouting—Application of Rule 5-B When Ship. 
ment Routed By Shipper 

Texas.— Question: A carload of machinery moved from 
Auburn, N. Y., to a Texas common point. The original bill 
of lading carried no rate and was routed as follows: New York 
Central-Atchison, Topeka & Santa Fe-Gulf, Colorado & Santa 
Fe. The carriers assessed the Cincinnati combination, while 
the consignee claimed the shipment should be rated on the 
Louisville combination. The carriers refused to protect the 
Louisville combination on account of the fact that the New 
York Central proper does not reach Louisville. 

Our contention is that the Big Four, which is part of the 
New York Central, reaches Louisville and that under paragraph 
9, rule 5-B, Tariff Circular 18-A, based over that point, should be 
applied. 

Will you kindly let us have your opinion in this matter? 

Answer: In accordance with the opinion of the Commis- 
sion in Carney vs. Director-General, 68 I. C. C. 199, the routing 
of the shipment via the N. Y..C. did not amount to an instruc. 
tion to move the shipment via the Big Four, as the latter com- 
pany is a separate corporate entity, filing its own annual reports 
and tariffs. Furthermore, the shipper’s routing instructions be- 
ing complete, in that the carriers named in thé bill of lading 
constitute a route from origin to destination, there was no duty 
on the part of the initial carrier to select a cheaper route in 
which a carrier other than those named in the bill of lading 
intervened. Stebbins vs. D. L. & W. R. R., 42 I. C. GC. 150. 

As to the application of rule 5-B of Tariff Circular 18-A, 
where routing instructions are shown in the bill of lading by 
the shipper, see National Refining Co. vs. C. C. C. & St. L. Ry. 
Co., 189 I. C. C. 307. In this case the Commission said: 


Although the shipment moved, as routed by the shipper, di- 
rectly through East St. Louis and was not hauled from that point 
to Green Ridge and back again, complainant contends that rule 5 
(b) makes the Green Ridge combination applicable. If this shipment 
had not been routed by the shipper there would appear to be no 
doubt that the Green Ridge combination would have applied. Rout- 
ing was specified, however, and that fact raises a question as to the 
applicability of rule 5 (b). The shipment was not routed via Green 
Ridge nor was the Chicago & Alton mentioned in the routing. The 
carriers were bound to observe the routing instructions. If they 
had sent the shipment from East St. Louis to Green Ridge and back 
again as contemplated in theory under rule 5 (b), although not re- 
quired in actual practice, it would seem to follow that misrouting 
would have resulted. There would have been one or two former 
cases similar to this in which we have held that combinations made 
under rule 5 (b) were applicable, but it does not appear that adequate 
consideration was given to the fact that the shipments were speci- 
fically routed by the shipper. Clearly rule 5 (b) contemplates that 
the shipment could have moved through the basing point upon which 
the proposed combination is made and is intended merely to obviate 
the wasted transportation incident to actual movement of the ship- 
ment from an intermediate junction to such base point and back to 
the intermediate junction. Upon further consideration, we are of 
opinion that where a shipper specifically routes a shipment and a 
combination rate is to be used, the applicable combination is that 
over the actual route specified, and not a lower combination over 
a route other than that specified via which, in the absence of speci- 
fied routing, the shipment could have moved either actually, or 
theoretically under rule 5 (b). We accordingly find that as these 
shipments were specifically routed, and not via Green Ridge, com- 
plainants’ contention for the application of the Green Ridge com- 
binations cannot be sustained. 


In the instant case the shipper, having specified a complete 
route via which route the shipment would not move either 
through Cincinnati or Louisville, it is our opinion that, under 
the findings in the case above quoted from, the combinations 
on neither of these points may be used. 

Perishables—Liability of Carrier for Failure to Furnish Refrig- 
eration Service 

Ilinois.—Question: During January, 1927, there was shipped 
to us leather dressing in barrels, L. C. L., and, in order to pro- 
tect same, the bill of lading carried notation: “Load in re- 
frigerator car to keep from freezing.’ After the teamster had 
delivered this shipment to the railroad company the latter, on 


their own initiative, stamped across the bill of lading the fol- 
lowing: 


This shipment is accepted and forwarded in an ordinary, unpro- 
tected box car at the election and request of the shipper, who hereby 
assumes all risk of damage by frost or cold. 


Now these words “at the election and request of the 
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About Our Service 


“BUSINESSLIKE MANNER” 


Good business men like things done in a busi- 
ness way. That is why so many avail them- 
selves of “Watching” Service. 


Mr. B. J. Hamm, Manager, 
Service Department, 
The Traffic Service Corporation, 
310 Mills Bldg. 


Dear Mr. Hamm: 

Your “Watching” Service has unquestionably 
been of advantage to us, and our requests for 
information have been handled in a most busi- 
nesslike and satisfactory manner. 


With kindest regards, I am 
Yours very truly, 


CERTAIN-TEED PRODUCTS 
CORPORATION 


(Signed) OSBORN VAN BRUNT, 
General Traffic Manager. 


“EXPEDITED TRANSMISSION” 


“Watching” Service moves no slower than by 
first class mail. By special arrangement it 
moves by Special Delivery mail, by Air Mail, 
by phone or by telegram. 


Mr. B. J. Hamm, Manager, 
The Traffic Service Corporation, 
Washington, D. C. 


Dear Mr. Hamm: 

Acknowledging receipt of your Special De- 
livery letter of the 16th, file F. D. 6224, enclos- 
ing two copies of decision in Finance Docket 
6224. The Service that we received corresponds 
with your corporate name “Service.” 

Permit me to thank you personally for the 
service rendered. 


Yours truly, 


THE CLINTON AND OKLAHOMA 
WESTERN RAILROAD CO. 


(Signed) T. A. CUSHMAN. 


“PROMPT ACTION” 


With successful business, promptness is essen- 
tial. Our “Watching” Service countenances no 
delay. 


Mr. B. J. Hamm, Manager, 
The Traffic Service Corporation, 
310 Mills Bldg., 
Washington, D. C. 


Dear Sir: 

Referring to yours of January 20th, file 
10122, and ours of the 7th. 

I wish to take this means to compliment you 
on your “Watching” Service. Your prompt ac- 
tion was very much appreciated, for which we 


‘ sincerely thank you. 


Yours very truly, 
CINCINNATI CHAMBER OF 
COMMERCE 


(Signed) SAM’L HERNDON, 
Traffic Department. 





“PUBLISHED NEWS” 


Our own publications, the Traffic World and Traffic 
Bulletin, are the recognized traffic and transporta- 
tion authorities—Our “Watching” Service merely 
adds to their value. 


Mr. B. J. Hamm, Manager, Service Dept., 
The Traffic Service Corporation, 
Washington, D. C. 


Dear Mr. Hamm: 

Equipped as we were with The Traffic World, 
The Traffic Bulletin, a number of separate sources of 
information and memberships in several traffic associa- 
tions, there was at first some question as to whether 
> _— the ‘‘Watching’”’ Service which you con- 

uct. 

After an experience of three or four years it is a 
pleasure to say that we did need it and that the 
service deserves continued favorable comment, both 
from the standpoint of its completeness and because 
of the clarity of the information. 

The service releases the time of a high salaried em- 
ployee which would otherwise be spent in reading and 
searching for information and is, on the whole, a little 
more of a guarantee that nothing will escape our at- 
tention than was the previous method. 


Cordially yours, 
LEVER BROTHERS COMPANY 
(Signed) L. D. SNOW, 
Traffic Manager. 





Write us for further information 


THE TRAFFIC SERVICE CORPORATION 


Mills Building 


Washington, D.C. 
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shipper” are not what shipper instructed. The original notaticn 
put on by the shipper was to protect shipment and to move in 
an ordinary, unprotected box car would subject same to con- 
siderable damage. 

The shipment moved in the box car and froze, thereby mak- 
ing same a total loss. The railroad company, after claim was 
presented, took the shipment back from the consignee to ship 
back to a point of origin to develop whether shippers could 
rework same with a view of salvaging as much as possible. 

The shipper could not do anything with it and same is still 
on hand at point of origin. 

It is our contention that stamped notations on bill of lading, 
without the consent or direction of the shipper, are no part of 
the contract. Once the shipper has given its goods to the 
carriers for transportation, the shipper should be allowed to 
rest secure in the knowledge that their future care will be 
lawful, such as the express provisions of the law place upon 
the carrier. 

The railroad company declines claim on grounds that when 
the truckman accepted the bill of lading with the stamping 
indorsed thereon, it was the same as if the stamp had been 
placed thereon by the shipper, and cited the following cases: 
Barter vs. Barrett, 186 N. Y. App. Div. 715; American Railway 
Express Co. vs. Daniel, 269 U. S. 40; Atlantic Fish Co. vs. Dollar 
S. S. Line, 261 Pac. 729. 

Will you please advise where we stand, as we are obliged 
to bring suit if claim is finally declined? 

Answer: We assume that the carrier to whom the shipment 
in question was delivered, did not operate a refrigerator service 
for less-than-carload freight between the points of origin and 
destination of the shipment. If not, there was no duty upon 
the carrier to accept the shipment for movement in a refrig- 
erator car, and it was justified in placing such a notation on 
the bill of lading as it did place thereon, if the shipper was 
given the option of forwarding the shipment without refrigerator 
service, or of not shipping. See Longo Fruit Co. vs. Ill. Trac- 
tion System, 38 I. C. C. 487; Albee vs. B. & M. R. R. Co., 22 


I. C. C. 303. In the case first cited, the Commission, on page 
489, said: 


Section 1 of the act to regulate commerce requires carriers to 
furnish refrigerator cars upon reasonable request therefor and the 
main question presented is whether or not complainants’ request for 
refrigerator or heated cars for transportation of their less-than-car- 
load shipments is reasonable. In Lake-and-Rail Butter and Egg Rates, 
29 I. C. C. 45, we held the determining factor to be whether or not 
the tonnage offered was sufficient to render the request reasonable. 
Both this Commission and the courts have held that carriers have 
the right to make reasonable and appropriate rules respecting the 
acceptance and transportation of traffic. 

Complainants’ tonnage does not appear to be sufficient to warrant 
refrigerator or heated car service, and we find nothing unlawful or 
unreasonable in the notation placed on bills of lading exempting de- 
fendants from damage caused by freezing. 


See also, in this connection, rule 31, section 3, of Consoli- 
dated Classification No. 5, which provides that less-than-carload 
or any-quantity ratings applying on freight requiring protection 
against the heat or cold, do not obligate the carrier to provide 
refrigeration, or refrigerator or lined cars, heater or heated 
cars, or cars otherwise specifically equipped for such protection, 
except under the conditions which the carriers’ tariffs provide. 

Whether or not in a given instance the shipper is entitled 
to refrigeration for less-than-carload shipments of perishable 
. goods, is dependent upon whether or not this service is held out 
under fhe carriers’ tariffs, and, if not, whether or not he is 
entitled to demand that the service be established under proper 
tariff authority, is a matter within the discretion of the carrier, 
subject to review by the Commission. The establishment of 
the service will depend upon whether or not the traffic is suffi- 
cient to warrant the carrier in furnishing the service. 

In the instant case, if the party who tendered the shipment 
to the carrier was a party authorized to represent the shipper, 
the carrier’s placing of the notation on the bill of lading bound 
the shipper, under the decision in American Railway Express 
Company vs. Daniel, 269 U. S. 40. 


NEW BOSTON CLASSIFICATION YARDS 


The new Boston classification yards of the Boston & Maine 
Railroad, a 400 acre mechanism for the sorting and switching 
of inbound and outbound freight, built at a cost of $4,000,00, 
were formally opened and dedicated June 5. The program in- 
cluded a luncheon for 1,800 persons under a “big top” pavilion 
tent on the top of Asylum Hill in the middle of the Boston 
yards, a demonstration of the electro-pneumatic car retarder 
system, invented by President George Hannauer, and other de- 
vices included in the equipment of these yards, and a “parade 
of the box cars” glorifying the freight car and its place in New 
England industry and business. Speaker John C. Hull, on be- 
half of Governor Fuller, of Massachusetts, and W. F. Garcelon, 
chairman of the New England Shippers’ Advisory Board, as 
spokesman for the shippers of New England, joined with Presi- 
dent Hannauer and Vice-President N. W. Hawkes, of the Boston 
& Maine in an exchange of greetings and felicitations. 

Three special trains were provided to take from the North 
Station the 1,800 guests, including railroad executives and ship- 


THE TRAFFIC WORLD 


Vol. XLI, No, 2 


pers from New England and other sections, industrial leaders 
business heads and traffic managers from the United States 
and Canada. From the luncheon tent they could see the sweep 
of classification yard trackage embraced in the yard area, and 
they were told that it involved 225 miles of track, equivalent 
to the distance between Boston and New York; that the yards 
had a capacity of 2,000,000 cars a year, and were now handling 
at the rate of 1,000,000 cars annually. Each yard can handle 
three cars a minute from the time the train from the west, for 
instance, reaches the yards, and six cars a minute over the 
hump itself. 


CHICAGO JUNCTION CASE 


The Trafic World Washington Bureay 


Unqualified declaration that the railroads interested in the 
use of the Chicago Junction railroad, now controlled by the 
New York Central, have settled their controversy, was made 
to the Commission June 1 in the course of arguments in finance 
No. 1165, application of the New York Central for approval of 
the purchase of the stock, lease of the property, and option to 
purchase the property of the Chicago Junction. The arguments 
were on the application of the New York Central for a modifi- 
cation of the language of the fourteenth of the conditions the 
Commission prescribed in its report, dated May 16, 1922. The 
Commission was also told that the peace that had been made 
was so complete that the litigation between the New York 
Central on the one hand and the other trunk lines on the other 
would be taken from the courts. 

The change in conditions was made manifest to the Com- 
mission by the appearance of Luther M. Walter, who was at- 
torney for the trunk lines, other than the New York Central, 
in that litigation, in opposition to the request of the New York 
Central, as the representative of the Pullman Couch Company, 
a shipper which originally opposed the New York Central ap- 
plication. The Pullman Couch Company, in this reopened case, 
opposed any modification in the condition, although it admitted, 
through Mr. Walter, that the order under which the New York 
Central was operating the Chicago Junction was not valid but 
that the change requested would make it valid. 

Opposition by that shipper was based upon the assertion 
that if the order were made valid the New York Central would 
proceed to exercise its option to purchase the physical prop- 
erty. Thereby the protesting shipper contended it would be 
placed upon a spur track of the New York Central, although it 
had paid double for its plant site on the Chicago Junction what 
a like site on the spur of the New York Central or some other 
railroad would have cost it. It paid the higher price, it was as- 
sterted, because of the advantage that would accrue to it by 
reason of its being on the rails of a carrier connecting with 
every road in Chicago on terms of equality and without favor- 
itism toward any connecting carrier. 

As one of the reasons for opposition to a re-writing of the 
fourteenth condition, Mr. Walter asserted that three days after 
the Commission had issued its order permitting the New York 
Central to acquire stock but disapproving, without prejudice, 
the option to buy the property, the New York Central incor- 
porated that option in the lease, keeping that fact secret until 
December, 1927, and then disclosing it only on account of a 
reason that compelled it to make it public. He asserted that if 
the Commission re-wrote the condition, the New York Central, 
on the ground that it would be in the public interest, would 
buy the physical property because thereby it would get rid of 
the duty of paying a rental of $2,000,000, equal to six per cent 
on the agreed value of the terminal property, because it could 
borrow money at 4.5 per cent. Thereby he said it would be 
argued that it would be in the public interest to permit the New 
York Central to exercise its option. 

What the applicant desired was a conventional finding 
that the rental would be just and reasonable, the statute au- 
thorising the making of leases on terms and conditions “found 
just and reasonable.” It was admitted that the effect of the 
report of the Commission was to find the rental of $2,000,000 a 
year just and reasonable but that the Commission had failed to 
comply with the statute in its terms or to write the finding in 
the fourteenth condition. That condition deals with the ques- 
tion of the rental by saying, in substance, that approval of the 
lease was not to be taken as indicating that the Commission 
accepted the valuation placed upon the acquired property, which 
was $33,333,000. 

Former Commissioner Potter appeared for the Chicago 
Junction road, asking that the condition be re-written in the 
manner indicated, as recommended in the proposed report on 
the subject. 

E. S. Ballard appeared in opposition on behalf of the Har- 
ris Bros. Company, a large owner of real estate on the Chicago 
Junction and also a large shipper. He and Mr. Walter were 
willing to have the condition changed only, however, upon con- 
dition that the option to buy the property be stricken from the 
lease. 

R. J. Cary presented the matter for the New York Central. 
He made the disclosure of the status of the fight between that 
road and other roads entering Chicago. He took the position, 
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Located in the Heart of the City and in the Center of the 
New York Metropolitan Area 


STORAGE IN TRANSIT 


Pool Car Distribution 


All Freight Unloaded Under Cover 
Grinnell Dry System Sprinkler Throughout 


Private Siding Connection with 
The Central Railroad Co. of New Jersey 


For rates and arrangements, apply or write to 


F. W. STOKES, Manager 
NEWARK WAREHOUSE C0., Newark, N. J. 





Pool Car Distributors 

Constructive Station Deliveries 

Armored Trucks for Handling 
Valuable Products 
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ATLANTA 
GEORGIA 


The Heart of the 
Best Trade 


Territory 
In the South 


MERCHANDISE STORAGE 
AND POOL CAR DISTRIBUTION 


Fireproof — Lowest Insurance 


Merchants & Manufacturers Warehouse Co. 


NEWARK, N. J. 
STORAGE 
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_ Traffic Problems 
simplitied by the use of 
Horder’s Standard Forms 


f Bead cover every possible Shipping and Receiving trans- 
es action. Complete in every detail, accurate in phraseology, 
adequate for every step in foreign and domestic transporta- 

tion. 
Modern Traffic Forms are needed by the small: shipper 
who is without expert traffic experience or by the traffic departments 
of major corporations. Horder’s places its Advisory Service at the 


call of business houses. ; 
Sample set of principal forms will be sent upon request made on business 
letterhead, or specific forms recommended where details are explained to us. 


Write for samples to Department 38a 


Approved Horder forms for export to all foreign countries. 


HORDER’S, Inc. 


Systems and Supplies for Business Houses 
Established 1901 . . . 10 Retail Stores 


Main Offices, 236 West Lake Street, Chicago, Illinois 


PANAMA MAILS. S. CO. 
Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES te HAVANA and NEW YORK 


EASTBOUND SAILINGS 
From San Francisco From Los Angeles 












S. S. COLOMBIA.............0+- June 23 June 25 
S. S. VENEZUELA ............... July 14 July 16 
S. S. GUATEMALA.............- July 28 July 30 
S. S. BCUADOR. ......cccccescces Aug. 11 Aug. 14 






Also regular sailings for Mazatlan, Champerico, San Jese de 
Guatemala, Acajutla, La Libertad, La Union, Corinto, Amapala, 
Puntarenas, San Juan del Sur, Balboa and Cristobal (Panama) and 
Buenaventura. 

Trans-Shipment at Panama fer Seuth America and European Ports 

Through rail export bills of lading issued in transcontinental 
territory via San Francisco and Los Angeles harbor honored to all 
West Coast Mexican and Central American ports. 









—OFFICES— 
350 Marquette Bldg., Chicago, Ill. 2 Pine Street, San Francisco, Cal. 
1@ Hanever Sq., New Yerk, N. Y. 548 S. Spring St., Los Angeles, Cal. 





THE MOTOR HAULAGE COMPANY, Inc. cena vermont gv,co- 


Central R.R. of N. J 
Eastern S.S. Co. Lines 

NEW YORK CITY, N.Y. pong Pe 

New York Central R.R. Co. 


P. O. Box 780, BROOKLYN, N. Y. New York, New Haven & 


. ¢ cean 8.». 6 avanna 
Over 150 Heavy Duty Trucks in Operation Pecmsteniin Ca Ge 
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about which there was no real controversy, that the Commis- 
sion, in its report, had intended to say that the rental was just 
and reasonable and that therefore it should say so in the con- 
ventional way, as recommended by the examiner who heard the 
testimony as to the value of the property obtained by lease for 
$2,000,000 a year. Mr. Cary said that the New York Central 
was not willing to have the option stricken from the lease; 
that the option was exhibited at the time the application to 
acquire the terminal property was made and that nothing could 
be done in the matter of exercising it except upon the further 
application of the New York Central because the disapproval 
of the option was without prejudice to a renewal of the appli- 
cation for its approval. 


AIR MAIL TO CANADA 


Postmaster General New has announced that bids will be 
opened June 25 for carrying United States mails by air for a 
period of ten years on a proposed route from New York City 
via Albany to Montreal, Canada, one way. 


PARCEL POST REGULATION 


W. Irving Glover, second assistant Postmaster General, has 
announced that the postal administration of Australia has ad- 
vised that effective July 1, 1928, all straw articles and all 
merchandise with which straw packing is used must be accom- 
panied by a declaration from the exporter countersigned by 
a responsible government official of the country of origin show- 
ing that the straw employed in the preparation of said straw 
articles or in the packing of the merchandise is clean cereal 
straw and that it meets other requirements specified. 


POSTAL INSPECTOR FARE CASE 


Comptroller General J. R. McCarl has ruled that the Post 
Office Department may deduct from any money due the South- 
ern Pacific, for carrying the mails, or otherwise, $1.88 it exacted 
from a post office inspector, for a seat in a Southern Pacific 
parlor car, from Fresno to Los Angeles, Calif., in July, 1927. 
He has ruled that the act of July 28, 1916, in which it is made 
the duty of a railroad having mail contracts to carry agents of 
the department, without extra charge, while on official business, 
on any train such railroad may use in carrying the mails. 

The comptroller-general said the equipment in this case was 
Southern Pacific equipment and not a case of a post office in- 
spector traveling on a railroad in Pullman car equipment, 
“where a Gharge may be made not subject te deduction because 
of the use of the Pullman equipment.” 


PARCEL POST TO CUBA 


President Coolidge desired action by Congress at the last 
session with respect to legislation that would permit exchange 
of parcel post between Cuba and the United States, but no 
action was taken, it was pointed out June 5. The President, it 
was explained, had urged legislation to meet the situation in 
his message to Congress at the beginning of the session. He 
felt that what Cuba sought with reference to importation of 
tobacco into the United States would not injure this country 
and that exchange of parcel post, which was brought to an end 
because of the failure of Congress to act, would be of great 
benefit. 


® PANAMA CANAL TOLLS 


Five hundred and eight commercial vessels transited the 
Panama Canal in May, according to a report to the War Depart- 
ment. Tolls on the vessels amounted to $2,118,969.83. 

In the six months ended with May, 3,257 commercial vessels 
transited the Panama Canal and paid tolls aggregating $13,394.- 
915.84, as compared with 2,781 transits and tolls of $12,324.849.10 
in the corresponding period of the preceding years, the com- 
Pilation including the. month of December, 1926, and 1927, ac- 
cording to the Panama Canal Record. 


AIR MAIL RATE REDUCED 


Postmaster General New has announced that, effective 
August 1, the new rate on air mail postage will be 5 cents for 
the first ounce and 10 cents for each additional ounce. Author- 
ity for the reduction from 10 cents for each half ounce, the 
present rate, was given by Congress in the Kelly bill which was 
signed by the President. It has been estimated that through 
the rate reduction the business of the air mail will increase from 
100 to 300 per cent. 


DANGEROUS ARTICLES RULES 

The Commission, by division 6, in No. 3666, regulations for 
the transportation of explosives and other dangerous articles 
by freight and express, has promulgated a number of changes 
in the rules to be made effective not later than August 15, ex- 
cept as to paragraph 453, pertaining to the packing of metallic 
sodium or potassium. That paragraph was put out to be effec- 
tive June 8. 


Among the changes is an amended paragraph, 308 (k), ex- 
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empting ammonium nitrate and other nitrates from require. 
ments as to label, certificate, placard and container specifica. 
tions. 


One of the new rules is shipping container specification No. 
32, class B, welded steel cases, canceling and superseding para. 
graph 13 of the specifications. 


CANADIAN AIR EXPRESS SERVICES 


Several air express services are offered beginning this month 
in eastern Canada, reports Assistant Commercial Attache Oliver 
B. North, Montreal, to the Department of Commerce. A summary 
of the report follows: 


Services are available between Rimouski and Quebec; Quebec, 
Montreal, Ottawa, Ontario and Toronto. Rules and regulations goy- 
erning the Canadian air express service are similar to the American 
air express service. Collect on delivery and perishable shipments are 
provided for as well as light and bulky packages and shipments of 
unusual shape. Rates are Rimouski to Toronto, 60 cents four ounces 


or _ Quebec to Ottawa; 40 cents; Montreal to Quebec, 25 
cents. 


NEW COMPLAINTS FILED 


No. 21020. Traffic Bureau, Davenport (Ia.) Chamber of Commerce et 
al. vs. Alton & Eastern et al. 

.Rates in violation of the first three sections of_the act on 
bituminous coal, from points in Illinois, Indiana and Kentucky, to 
Davenport, Bettendorf and other Iowa points. Ask rates for 
future and reparation. 

No. 21021. Chaffee Bros. Co., Oxford, Mass., vs. New Haven. 

Unreasonable rates and charges because of refusal of defendant 
to establish milling in transit privileges on lumber and lumber 
products at Oxford, Mass. Asks transit privileges and reparation. 

No. 21022. John W. Eshelman & Sons, Lancaster, Pa., vs. Canadian 
National et al. 

Rates, charges, rules and practices in violation of sections 1, 
2, 3 and 6 of the act, on grain and grain products, from Fort 
William, Ont., and other points in Canada, manufactured into 
mixed livestock and poultry feeds, etc., at Lancaster and York, 
Pa., and thence shipped to Norfolk, Va., and other points. Asks 
rates, rules, practices and charges for the future and reparation. 

No. 21023. Oklahoma Steel Castings Co., Tulsa, Okla., vs. Missouri 
Pacific et al. 

Rates on moulding sand, from Guion, Ark., to Tulsa, Okla., in 
violation of section 1. Asks reasonable rate and reparation. 

No. 21024. L. L. Buchanan, trustee in bankruptcy for Florida Rock 
Products Co., Brooksville, Fla., vs. Seaboard Air Line et al. 

Illegal charges on a locomotive crane and parts thereof, from 
Chicago, Ill., to Brooksville, Fla. Asks reparation. 

No. 21025. Dann-Gerow Co., Inc., et al., St. Petersburg and Clear- 
water, Fla., vs. Alabama Great Southern et al. 

Unjust and unreasonable rates on brick and hollow-building 
tile, from: various points in the United States to St. Petersburg 
and Clearwater, Fla. Asks reasonable rates and reparation. 

No. 21026. The Carbon Limestone Co., Youngstown, O., vs. Pennsyl- 
vania et al. 

Rates on crushed stone, from Hillsville, Pa., to destinations in 
New York, Pennsylvania and West Virginia in violation of the 
first and third sections of the act. Asks reasonable rates. 

No. 21027. The Missouri Portland Cement Co., St. Louis, Mo., vs. 
Illinois Central et al. 

Illegal charges on a carload of sand, from Memphis, Tenn., to 
Taylor, Miss. Asks reparation. 

No. ars E. H. Locher, Okmulgee, Okla., vs. Kansas City Southern 
et al. ¥ 

Rates and charges on expansion paving Joints, from Tulsa, Okla. 
to Silom Springs, Ark., in violation of section 1. Asks reasonable 
rates and reparation. 

No. — Mutual Cotton and Oil Co., Phoenix, Ariz., vs. Santa Fe 
et al. 

Rates and charges on cotton bale covering, from Norfolk, Va., 
to Phoenix, Ariz., in violation of sections 1 and 4 of the act. Asks 
reparation. 

No. 21030. State Docks Commission, and Mobile Chamber of Com- 
merce, Mobile, Ala., vs. Gulf, Moblie & Northern et al. 

Attacks all rates to and from or via Mobile, other than those 
on bananas, cotton or sugar, applicable on domestic, export, im- 
port, or coastwise traffic in relation to rates to and from New 
Orleans, La., Gulfport, Miss., Pensacola, Fla., Jacksonville, Fla., 
Tampa, Fla., Key West, Fla., Brunswick, Ga., Savannah, Ga., 
Charleston, S. C., and Wilmington, N. C., as unduly prejudicial 
to Mobile and preferential of the points named. Ask just and 
reasonable rates and charges. 

No. 21031. Corporation Commission of Oklahoma, 
Okla., vs. Santa Fe et al. 

Rates on coal, from points in Oklahoma to points in Texas in 
violation of sections 1, 3, 15 and 15-A of the act. Asks reasonable 
and non-discriminatory rates, fares, charges and practices. 


DOCKET OF THE COMMISSION 


NOTE—liItems in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic Werld. Cancel- 
lations and postponements announced too late to shew the change In 
this Docket will be noted elsewhere. 


June 11—Washington, D. C.—Examiner Davis: 

Finance No. 6771—Application of Manufacturers’ Ry. for authority to 
operate over certain tracks in St. Louis, Mo., and E. St. Louis, IIl., 
and over the St. Louis Municipal Bridge. 

June 11—Denver, Colo.—Examiner Sharp: 
— rates on petroleum products to points in Colo. and 


Oklahoma City, 


10856—Utah State Automobile Assn. vs. A. T. & S. F. Ry., Director 
General, as agent, et al. 

14121—Jewell Co., Inc., vs. A. T. & S. F. Ry. et al. 

16544—White Eagle Oil & Refining Co. vs. D. & R. G. W. R. R. et al. 

17597—Hal Oil Co. et al. vs. A. T. & S. - et al. 

17783—Texas Co. vs. C. B. & Q. R. R. . 

=e Eagle Oil & Refining Co. vs. D. & R. G. W. R. R. 
et al. 

18146—Continental Oil Co. vs. A. T. & S. F. Ry. et al. 

18417—-Sinclair Refining Co. vs. A. T. & S. F. Ry. et al. 

18590—Hy-Power Gasoline Co. vs. D. & R. G. Wn. R. R. et al. 

18818—A. A. Vickers Petroleum Co. vs. Un. Pac. R. R. 

19032—The Jewel Co., Inc., vs. A. T. & S. F. Ry. et al. 

19315—White Eagle Oil & Refining Co. vs. U. P. Ry. et al. 


————— 


Jun 





No. 23 


“quire. 
Cifica- 


on No. 
; Dara- 


month 
Oliver 
nMary 


Juehec, 


nadian 


ons 1, 
1 Fort 


issouri 
ms in 
"Rock 
al. 
from 
Clear- 


lilding 
rsburg 
n. 


nnsyl- 


ons in 
of the 


ey VR: 
in., to 
ithern 


Okla. 
ynable 


ta Fe 


» Vas, 
Asks 


Com- 
Spee 


‘ie 
Fla., 


a., 
dicial 
tf and 
City, 


as in 
nable 











June 9, 1928 THE TRAFFIC WORLD 1461 


MUNSON || LEONARD’S GUIDE 


EASTERN AGENTS e 
MUNSON-McCORMICK LINE Freight, Express, Parcel Post 


INTERCOASTAL SERVICE RATES and ROUTINGS 


From Baltimore, Philadelphia and A i / : n On e B oo kb | 
New York 


Bi-Weekly or Fortnightly Entirely different from ty Poll you have 
ever seen. It saves Time and 


DIRECT TO We keep our subscribers advised of all changes by our 
LOS ANGELES HARBOR—SAN Sa a at aed cd coma ee 
FRANCISCO, OAKLAND, PORTLAND, 


SEATTLE and TACOMA Four years ago used in only 25 cities. 
Ne tere cee Today used in 700 cities! 
Through Bills of Lading issued to other Why? 
Pacific Coast Ports; Hawaii, Far East Because we save our subscribers money 


and British Columbia 
Send for sample sheets showing how we give 
MUNSON STEAMSHIP LINE parcel post and express rates from your city to 
Munson Building, 67 Wall St., New York every point in the United States and Canada. 


Branch Offices 
Chigngs, $i, Loula, Pitaburah, Baltcnre G. R. LEONARD & CO., Inc. 


155 North Clark St. 15 East 26th Street 
McCORMICK STEAMSHIP co. CHICAGO NEW YORK 


GENERAL PACIFIC COAST AGENTS 


Mexico’s Dependable Freight Service 
MEXICAN RAILWAY—VERA CRUZ ROUTE 


NEW ORLEANS NEWYORK 


¥, AMERICAN 
pono WARD 


LINE LINE 


PACHUCA 


23 | 
me HOl 
MEXICO CITY A ousends MEXICAN 
S CUSTOM HOUSE WARD _LINE 


23 potene | 
HOU ey VOUEDUREREEEQOREDODRUUNORERORUOOUREL, WORHEEEUEAE! cs, = 


SY 
A =, 
§ MEXICAN RAIDWAY €—«& oF EUROPEAN LINES 
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® Design 


From VERA CRUZ 
The Only Standard Gauge Line MEXICO CITY WEEKLY SERVICES 
: vila To; PACHUCA 
The Short Line in Time of Transit 


NEW ORLEANS—Cuyamel Line 


PUEBLA —20 Hours NEW ORLEANS—Mex.-Am. Line 


Through Bills of Lading Issued by Steamship Lines to All Destinations on Mexican Railway. 


MEXICAN RAILWAY COMPANY 


G. W. WEST, General Freight and Passenger Agent W. F. PATON, General Agent 
Apartado No. 68 Bis, Mexico City Marquette Building, Chicago 82 Beaver Street, New York 
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19582—-Sinclair Refining Co. vs. A. T. & S. F. Ry. et al. 

20489—Texas Co. vs. D. & R. G. W. R. R. et al. 

1. & S. 2811—Petroleum and products from Colo. origins to Colo. 
and N. M. destinations. 


June 11—Washington, D. C.—Examiner Maidens: 
15741 ine Sub. 1)—The Parkersburg Rig & Reel Co. vs. C. B. & Q. 


R. R. et al. 
ae (and Sub. 1 and 2)—The Parkersburg Rig & Reel Co. vs. C. 
. W. Ry. et al. 


June, ani Miss.—Examiner Maidens: 
. & S. 3101—Classification changes in Official, Southern and West- 
ern territories. 


June 12—Harlingen, Tex.—Director Bartel: 
20792—E. A. Boyce Co., Inc., et al. vs. St. L. B. & M. Ry. et al. 
1, & S. 3026—Estimated Weights on Melons and Vegetables from 
Southwestern territory to Interstate points. 


June 13—Argument at Washington, D. C.: 
I. & S. 3053 (and ist supplement)—Sugar stored in transit at Miss.- 
Warrior Service ports. 
20138—Jessup & Moore Paper Co. vs. A. C. & Y. Ry. et al. 


June 13—Washington, D. C.—Examiner Carter: 
19640—The Mathieson Alkali Works vs. L. & N. R. R. et al. 
19808—The Mathieson Alkali Works vs. N. & W. s et al 
20169—Detroit Soda Products Co. et al. vs. A. & R. R. R. eta 
20384—-The Mathieson Alkali Works et al. vs. A. & 'B. B. R. R ™ al. 


7, 14—Washington, D. C.—Commissioner Eastman and Examiner 

unten: 

* 14700—Depreciation charges of Telephone Companies. 

* Ex — 91—General Revision of Accounting Rules for Steam Rail- 
roads 


June 14—Argument at Washington, D. C.: 
16407 — Sub. 1)—Security Cement & Lime Co. vs. B. & O. R. R. 
et al. 
18650—Peninsula Produce Co. vs. Penna. R. R. et al. 
18732—Andrews Bros. et al. vs. Penna. R. R. et al. 
19500—George L. Collins Co. et al. vs. Penna. R. R. et al. 
Finance No. 6067—Construction of line by Virginian and Western 


y. 
Finance No. 4818—Construction of line by C. & O. Ry 
=o No. 5161—Construction of line by Gupenter” and Tug River 


June 14—Harlingen, Tex.—Director Bartel: 
20763—E. D. Reed Produce Co. et al. vs. A. T. & S. F. Ry. et al. 


June 14—Chicago, Ill—Examiners Money and Esch: 

wry 8, Cottonseed, its products and related articles. 
. & S. 2759—Cottonseed and related vegetable products from S. W. 
eg to Central, Eastern and Southern territories. 

1. & 2820—Vegetable oils and related articles in Official Classif. 
" territory. 
- & §S. eS ae oils and oil foods from Texas to Ft. Wayne, 
“Ind., and Buffalo, N. Y. 

es os 2995—Vegetable oils and related articles in Official Classif. 
erritory. 

1. & S. 2926—Vegetable oils in Official Classif. territory. 

- & S. 3036—Cottonseed hull fibre or shavings from S. W. pts. to 
Miss. and Ohio River gateways and W. T. L. territory. 

1. & S. 3067—Cottonseed and other vegetable oils from the S. W. 
to interstate points. 

14594—-American Linseed Co. vs. B. R. & P. Ry. et al. 

14683—-Spencer Kellogg & Sons vs. B. R. & P. Ry. et al. 

15425—Internationa! Vegetable Oil Co. et al. vs. A. & R. R. R. et al. 

a Nos. 1 to 5, incl.)—Armstrong Packing Ce. vs. A. & 
. Ry. et al. 

16528—Southland Cotton Oil Co. et al. vs. A. & S. Ry. ‘e" al. 

16928—Manufacturers’ Assn. of Chicago Hts. vs. B. & O. R. et al. 

17270 (and Sub. 1)—American Linseed Oil Co. et al. vs. N. Y. & & 
W. R. R. et al. 

17339—C. F. Simonins’ Sons vs. C. I. & W. R. R. et al. 

17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 

18026—-Arkansas Cotton Seed Crushers’ Assn. vs. A. C. & Y. Ry. et al. 

ee Cottonseed Crushers’ Assn, et al. vs. A. & R. R. R. 
eta 

18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q. R. R. et al. 

18841—Alabama Cotton Seed Crushers’ Asm, ve. L & HN. KR. HR. 

18880—Lever Bros. Co. vs. B. & A. ht. * 

18935—East St. Louis Cotton Oil Co. vs. yy & S. Ry. et al. 

—o Cottonseed Crushers’ Assn. vs. C. R. I. & P. Ry. 
eteal. 

19088—The Blanton Co. vs. A. & V. Ry. et al. 

19141—The Refuge Cotton Oil Co. et al. vs. A. & V. Ry. et al. 

19162—The Southern Cotton Oil Co. vs. I. C. R. R. et al. 

19165—The Prcoter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 

19169 (and Sub 1)—California-Arizona Ginners’ and Crushers’ Assn. 
et. al. vs. Apache Ry. et al. 

ee Cottonseed Products Corp. et al vs. A. & V. Ry. 
et al. 

19194—-The Procter & Gamble Co. vs. A. & S. Ry. et al. 

19245—The Procter &. Gamble Co. vs. B. & O. R. R. et al. 

19270—The Southern Cotton Ojl Co. vs. A. A. R. R. et al. 

ee Cottonseed Products Corp. vs. A. & N. W. R. R. 
et al. 

19325—The Southern Cotton Oil Co. vs. A. & R. R. R. et al. 

19336—Portsmouth Cotton Oil Refining Co. vs. D. L. & W. R. R. et al. 

19533—East St. Louis Cotton Oil Co. vs. Sou. Pac. Co. et al. 

19551 (and Sub, 1)—Rome Soap Mfg. Co. vs. C. I. & W. R. R. et al. 

19642—Elberton Oil Mills vs. V. & C. S. R. R. et al. 


POSITIONS WANTED OR OPEN 


MALE HELP WANTED—We are seeking experienced warehouse 
solicitor with personal following, common storage for merchandise 
owners and operators, our capacity 700 carloads. HERRMANN WARKE- 
HOUSE, Loop Office, 228 N. La Salle Street, Chicago, IIl. 


POSITION WANTED—Present, Commissioner Chamber of Com- 
merce I. C. C., M. P. U. C., Wis. R. C. and Rate Committee Practice; 
age 27; married; own full departmental equipment. Address U. T. A 
108, care Traffic Word, Chicago, IIl. 


IMPORTANT NOTICE—La Salle Extension University graduate, 
now employed, wants position with industrial concern; eleven years’ 
practical business and general railroad office experience; able to 
organize and supervise; location immaterial; let me convince you. 
Address Box 25, care Traffic World, Chicago. 
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20068—Grato Milling Co. vs. & S. ~ et al. 

20108—Wilson & Co., Inc., of Onde. vs. B. & O. R. R. et al. 
20130—Buckeye Cotton Oil Co. et al. vs. A. & R. R. R. et al. 
20142—Portsmouth Cotton Oil Refining Co. vs. A. & R. R. R. et a} 
20161—The Best Foods, Inc., vs. C. R. R. of N. J. et al. 2 
20596—Armour & Co. et al. vs. A. & S. Ry. et al. 
20879—Fredonia Linseed Oil Works Co. vs. A. & S. Ry. et al. 
21010—Swift & Co. vs. A. & S. Ry. et al. 


~~ 15—Chicago, Ill—Examiner Maidens: 
- & S. 3101—Classification changes in Official, Southern and West. 
ern territories. 


June 15—Argument at Washington, D. C.: 
17607—John A. Fiero et al. vs. Penna. R. R. 
19615—George T. Thompson et al. vs. B. R. & P. Ry. et al. 
19384—Boston & Maine R. R. vs. M. & M. T. Co. et al. 
1. & S. 2838—Class and commodity rates between New England anq 
Eastern Trunk Line Territories via Boston (Mystic Wharf) and 
M. & M. T. Co. 
June 16—Argument at Washington, D. C.: 
19981—FEmerson Carey Fibre Products Co. vs. M. P. R. R. et al. 
20256—Transcontinental Oil Co. vs. A. T. & S. F. Ry. et al. 


June 18—New York, N. Y.—Examiner Maidens: 
|. & S. 3101—Classification changes in Official, Southern and West. 
ern territories. 


June 18—Argument at Washington, D. C.: 
19691—J. A. Forsythe, doing business under the name of Forsythe 
Oi] Coa., va. A. T. & SS. F. Ry. et al. 
20141—Chautauqua & Erie Grape Growers’ Cooperative Assn. et al. 
vs. Erie R. R. et al. 


June 19—Argument at Washington, D. C.: 
19296—Brennan Packing Co. vs. B. & O. R. R. et al. 
19390—Allied Packers, Inc., et al. vs. A. T. & S. F. Ry. et al. 
19425—Swift & Co. et al. vs. A. C. & Y. Ry. et al. 
19469—-Swift & Co. et al. vs. A. C. & Y. Ry. et al. 


19452—-Agar Packing & Provision Co. et al vs. A. C. & Y. Ry. et al, 
19515 (and Sub. 1)—Cudahy Brothers Co. vs. C. & N. W. Ry. et al, 
19596—St. Louis Independent Packing Co. vs. > & O. R. R. et al. 
19598—The Lake Erie Provision Co. et al. vs. ZT. G R. R. ot al. 


19769—Armour & Co. (Ill.) et al. vs. A. C. & y Ry. et al. 
19750 (and Sub. 1)—Armour & Co. vs. I. C. R. R. et al. 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Lecated in Heart of Railread District and Jebbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 


C & A TERMINAL WAREHOUSE Co. 


Connection with tunnel 
service to depots and 
central location give 
speediest deliveries at 
minimum cost. 


358 W. Harrison St., Chicago 





BALTIMORE, MD. 
STORAGE WAREHOUSE 


Cold Storage z=: General Storage 
Pool Car Distribution—Forwarding—Rigging 


BALTIMORE TRANSFER CO., monument and Forrest Sts. 


Chicago’s and Kansas City’s 
Most Modern Warehouses 


Merchandise 


2000 Carload 
Capacity 


Distribution 


HAMMOND, IND. 


In the Chicago Switching District 


General Merchandise, Furniture 
and Cold Storage 


POOL CAR DISTRIBUTORS 


Quick Service. Low Rates 
THE GREAT LAKES WHSE. CORP. 


HAMMOND, INDIANA 
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(Se RV ioe . JOS. STOCKTON TRANSFER CO. 
re? Mi | NIA ) YU TH CANAL TR 

“7 Ee ESTABLISHED 1857 _ 

BUILDS BETTER BYSINESS TEAMING — MOTOR TRUCKING — CARLOAD 

MERCANTILE WAREHOUSING AND DISTRIBUTING DISTRIBUTING 


DALLAS, TEXAS 


72,000 yi Ft. Floor Space 
For Lease 
or Sale 


Four stories, two units, 
private siding, nine-car 
spot, fireproof, sprin- 
kler system. Very low 
rate insurance. In 
“we wholesale district. 


E. B. DOGGETT 






















Storers, Distributors 









an 
Forwarders 





of 
General Merchandise 
Pool Car Distribution 












Prompt and 
inccitlaeae vite 
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Southern Steamship Company Service That Satisfies 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 
Philadelphia, Pa., and Houston, Tex. 


From Philadelphia... Wednesdays and Saturdays 
From Houston........ Mondays and Thursdays 


Low Rates Quick Dispatch Thru Package Cars 
















TRIPP > WAREHOUSE COMPANY 


Merchandise 2"4 Machinery Storage 
PCCL CAR DISTRIBUTION 


AMERICAN CHAIN OF WAREHOUSES 
CHICAGO, 53 West Jackson Blvd. NEW YORK, 260 W. Broadway 












: GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 























A sprinklered warehouse, 2,000 feet long by 180 


DISTRIBUTION WAREHOUSE | detec 


adapted to storage of heavy commodities. 

any number of compartments and represent yh. 
% e or lessee here if desired, or will handle commodities 

on a regular storage basis. Traffic information fur- 


nished on request. 
urance—A Wonderful Distributien Peint. 


East St. Louis, Illinois Address Room 407 Lp Gonmecee kes Building 


S00 TERMINAL WAREHOUSES CHICAGO, ILL. 


Storers and Distributors of LOCATED NEAR LOOP 














40 Car Siding. Free Switching. 
MERCHANDISE Tunnel delivery to all Trunk Lines 
Chocolate and other candies stored and to Aurora and Elgin Electric. 
all year round. 


Represented by 
——— WAREHOUSING, INC. 


Space for Rent 
Cool Temperatures 
“THE ECONOMICAL WAY” 


BEACON HUSK WILLIMANTIC @,__.-e JEWETT CITY THRU RATES AND 
— DIRECT WATER ROUTES 


SHELTON g'o OERBY 
DEVON & _-o MILFORD yew HAVEN 
*STRATEOR mystic South Norwalk, Bridgeport, New 
«7 WESTERLY YOM London and Norwich, Conn. 








ae C. F.A., W. T. L., Inter-Mountain, 


LONG ISLAND SOUND xen COAT SEBNEE to South and Southwest 


LEN STORE DOOR DELIVERY CLYDE, OLD DOMINION, SAVANNAH, 
ay OUR OWN MOTOR TRUCKS QT aay TORY and MORGAN S. S. LINES 
WEW YORK 


TO ALL POINTS SOUTH BOAT AND RAIL THAMES RIVER LINE, INC., Pier 32 E. R., New York City, "®“*S.5,500"> 





TO ALL 
POINTS WEST 
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DIRECTORY OF ATTORNEYS AT LAW PRACTICING 
BEFORE THE INTERSTATE COMMERCE COMMISSION 


ee, 


RIcHARD A ZWEMER James W. Casey ALEXANDER M. BULL J O S. e Cc O L Q U i T T eDr 


June 


































ZWEMER AND CASEY ATTORNEY AT LAW ATTORNEY AT LAW sin 
Practice Before All Commissions and in All Courts | For fifteen years Commerce Attorney for the Freight Classification Matters - | 
Rates—Services—Classifications—Claims United States Railroad Administration and Interstate Commerce and 


Suite 1335—11 South La Salle St. a San Taney Sangeny Departmental Practice 
Telephones Randolph 4202-03 Chicago, Ilinois | Investment Building, Washington, D. C.| 819 Eighteenth St., WASHINGTON, D, C 


H. D. DRISCOLL THOMAS M. WOODWARD|HARLEIGH H. HARTMAN 





ATTORNEY AT LAW ATTORNEY AT LAW ATTORNEY AT LAW 
F J. WRIGHT and H. R. CONLEY, Rate Specialists | Formerly Attorney for the Director General Formerly Rate and Finance Examiner 
602-8 Petroleum Bidg. of Railroads and Attorney and Examiner and Valuation Attorney for 
OKLAHOMA CITY, OKLA. for the Interstate Commerce Commission. 


Interstate Commerce Commission 
Washington Office, 714 Transportation Bldg. | Transportation Building WASHINGTON, D.C. | 610.614 Mills Building WASHINGTON, D. ¢. 


C. R. HILLYER mae Gums ams | HENRY C. KEENE 


HITT & MILLER ATTORNEY AT LAW 
Commerce Counsel Attorneys at Law Fifteen Years With interstate Commeree ° Com. 
k Bld he Chi me ea mission as Accountan rney an er 
ee na | leratsccrn proney | IMATE conmenc LM & secu 
Interstate Commerce Commission Union Trust Building © WASHINGTON, D. c.| Transportation Building, WASHINGTON, D. ¢. 
FRANK A. LEFFINGWELL|WALTER E. McCORNACK Manghum, a, Manghum & | Shands 
ATTORNEY AT LAW Fermerly Atterney for Interstate Commerce . Office: Transportation Building 
a Cemmission, Counseler at Law Richmond, Va., Office: State-Planters Building 
Commerce and State Commissions Suite 1258 First National Bank Building Commerce: Commission, eta eee 
Santa Fe Building Dallas, Texas CHICAGO, ILL. ae @ Gad eae ee oe” 
THOMAS L. PHILIPS 
RICHARD T. EDDY peo cae ag JOHN ANDREW RONAN 
Attorney and Commerce Counsel | | inerty Central Trust Ce. Bidg., ST. Louis, Mo.| “WYER AND COMMERCE ATTORNEY 
412 West 6th Street, Los Angeles Recdeh ettentien Go ttt Ges Ot 11 South La Salle Street, Chicago, Hlinois 
SE RE I - ~~. a _— a Twenty Years’ Practical Experience in 


Interstate Commerce Commission 


California Railroad Commission PRACTICE IN ALL COURTS 


Transportation and Traffic Matters 
Telephone Randolph 0844 





DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 





CHARLES E. BELL BISHOP & BAHLER T. D. GEOGHEGAN 
TRAFFI AGER > an 
FRAREIC ANALYST inter Traffic and Trangportation Matters COMMERCE SPECIALIST 
er merce n e m is 
Freight Rate Analyses ee. W. "HOLLINGSWORTH Matters Before re and Federal Commissions 
. ° mmerce Attorney 
Preparation of Rate Complaints s19 Fo lt0s, Fifth Street, Sacramento, Calif. TRAMBPORTATION BUR.ZENG 
, Transportation Bidg., Washington, D.C. Oakland, Calif. San Francisco, Calif. WASHINGTON, D. C. 
GENERAL FREIGHT Rs. | ASSOCIATION > ] 
see. ett crats| GEORGE W. OLIVER |LEONARD’S GUIDE 
| yy X pa — Routes and ~- 4, - 
siverts; Coat Records and General Omics and Feser’ | Harris Trust Bldg, CHICAGO, ILLINOIS | Freight —Express—Parcel Post 
eral Audits and Special Investigations made by Certified ie Rates and Routing 
Public Accountants: Federal | Income omissions of tnteraal Specializing in Transportation Costs G. B. LEONARD & CO. 
= ea the United States and Statistics 1 East 86th Bt., New York. 188 No. Clark 8t., Chienge 
of America and the St. Louis Chamber of Commerce, 


WASHINGTON, D. C.| | JACKSONVILLE, FLA. 


When in Washington, Eat Well Seasoned, Home Cooked Food at 
THE AVENUE CROWN yp serrjoecdhrpcacegeny osha 


Across the Street from I. C. C. BLDG. Prompt and Intelligent Service 


References: Any jobber, banker or transportation man in the city. 
REAR DINNER 1727 Penna. Avenue N. W. DEEP WATER AND RAIL CONNECTIONS 


TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
-~ praapncontenaper dain ST. JOSEPH, MISSOURI 


. GEOGRAPHICALLY 
of General Merchandise LOCATED TO RENDER 


! “it! th . 175,000 Square Feet Floor Space DISTRIBUTORS 
a a a Southern R. R. Siding. 25c Ins. Rate DISTINCTIVE WAREHOUSE 
<a ~ 6“2 <4 Virginia Bonded Warehouse Corp. AND FORWARDING 
a 1709 East Cary Street SERVICE 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILLS BUILDING 418-430 S. MARKET ST. 
Phone, Main 3840 Telephone State 8635 
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“The Shipping 
That Is Different” 


=~ UNTVERSAL> 





Rising Tide 


Check payments, less - than - carload 
shipments, savings deposits, investment 
purchases, all are on a rising tide. 


Confident in the general and continued 
prosperity that surrounds us, Universal 
Transcontinental Freight Service, 
backed by 30 years’ experience is being 
made more elastic daily, to provide for 
every concern’s individual requirements 
—at a positive saving—dquality and 
reliability considered. 


Quick service—low cost—efficient trans- 
portation always is available through 
Universal Transcontinental. May we 
show you why it is more profitable for 
you to ship to intermountain and Pacific 
coast territory in our consolidated cars? 


UNIVERSAL 


TRANSCONTINENTAL 
FREIGHT SERVICE 


Operated by 


UNIVERSAL 
CARLOADING & DISTRIBUTING CO. 


Offices in All Principal Cities 


Consolidators of machinery, merchandise, automo- 
bile parts, etc., for more than 30 years 
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At Your 
Finger Tips 


HE Chain of Tidewater Terminals and 

Allied Inland Warehouses offer facil- 

ities to the Merchant Marine, shippers 
and consignees of export and import cargoes 
never before available in this country. 


Ultra-modern buildings, equipped in the 
most up-to-date manner, afford the greatest 
safety and security with the lowest possible 
insurance rates. Direct rail transfer except 
in New York where the terminal is located 
within “free lighterage limits”. 


Centralized administration under a manage- 
ment specializing in terminal and warehouse 
operation, insures a uniform high standard 
of service throughout the entire chain, to 
vessels and shippers alike. 


aa” NEW YORK 


BOSTON TIDEWATER TERMINAL, INC. 

J. M. Hoffman, V. P. & Gen’! Manager 

666 Summer Street, Boston, Mass. 
ATLANTIC TIDEWATER TERMINALS 

G. W. Green, V. P. & Gen’l Manager 

17 State Street, New York 
PHILADELPHIA TIDEWATER TERMINAL 

G. M. Richardson, Gen’l Manager & Treas. 

10 Chestnut Street, Philadelphia 


NORFOLK TIDEWATER TERMINALS, INC. 
J. A. Moore, Manager 
Norfolk, Va. 


KEYSTONE WAREHOUSE CoO. 
W. S. Bishop, Gen’l Manager 
Seneca and Hamburg Streets, Buffalo, N. Y. 


MERCHANTS’ WAREHOUSE CoO. 
Snowden Henry, Supt. 
10 Chestnut Street, Philadelphia 


RICHARD D. JONES, Western Traffic Mgr. 
1646 Transportation Bldg., Chicago 


W. B. McKINNEY, Sec’y and Treas. 


LS 
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ategic Points of Operation 
~~. or Shippers and Distributors 
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and ALLIED INLAND WAREHOUSES 4g 


Ss“  - HARVEY C. MILLER President hiwX 


COMMERCIAL TRUST BLDG. PHILA. PA. eaimraes! 
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The Belt Railway Company of Chicago 


INDUSTRIAL DEPARTMENT 


SEH 
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CLEARING 


The knowledge of Industry’s requirements and 
ability to meet them through character service 
is an important factor in your determination of 
a location. 


With an experience obtained through over forty 
years of constant contact with such problems, 
we have provided the necessary facilities which 
enable us to render such service. 


Character Service, Chicago rates applicable to 
and from all locations, direct connection and 
interchange arrangement with all trunk lines 
makes a location on The Belt Railway Company 
of Chicago comparable with one served by all 
railroads entering Chicago. 


Our aim is to render helpful assistance and toward 
that end we place ourselves unreservedly at your 
disposal. 


J. F. HOGAN, Vice President 
Dearborn Station 
Chicago 

Telephone Harrison 3690 


J. H. BROWN 


Traffic and Industrial Manager 
Dearborn Station 
Chicago 


LAE 
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[Best of Service 

[Elvery Facility 
(LJocations—Large and Small 
[Thime Saver 


[Reliable 

[A]ecommodating Action 

[1 |ndustrial Opportunities 
[LJabor—All Kinds Available 

[Wle Want You With Us 

[Allive to Your Requirements 
oe 
[Co-operative Policy 

[O]nly Forty-six Years’ Experience 
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Dallas Pres 


to American Industr; 
a true pictureof the _ 
$ix. Billion Dollar ~ 
Market of the Great 

| Southwest, 


[- IS an accepted fact that industry 
follows population and buying 
ower when raw materials and other 
asic factors make possible successful 
operation. 


This being true, American industry 
will be interested in this six billion 
dollar, self-contained market of 12 
million people, known as the South- 
west---Texas, Oklahoma, Arkansas 
and Louisiana. 


The messages that Dallas will 
present to American Industry about 
the Southwest with Dallas as the log- 
ical center, will all be based on facts. 
No half-truths or propaganda will 
be resorted to. 

Back of these messages and sup- 
porting the facts will be authentic 
data supplied through recent exhaus- 
tive surveys made by twoof America’s 
leading industrial engineering firms. 

That the Southwest isaseparate and 
distinct market that should be served 
from within is already recognized by 
hundreds of far sighted institutions 
now profitably operating here. 


Dallas 


ial and 
. the Southwest-Twelve Million People 
Six Billion Dollar Market « « « e@ 





a 
v 
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The object of this advertisement 
and others to follow is to present 
these facts to others who should be 
interested and who can profit thereby. 

Dallas has for distribution to 
interested executives seven distinct 
oa of literature. They are: 1. 


arket map covering all cities and 
towns and all formsoftransportation. 
2.Market analysis--growth of market, 
population, income, etc. 3. Serving 
the Southwest from Dallas--distribu- 
tion of population and buying power 
--comparison with other markets. 4. 
Manufacturing facilities including 
labor, power, fuel, raw materials, 
taxation, factory sites, analysis 
of existing industries and manufac- 
turing opportunities. 5. Dallas as a 
city in which to live. 6. Growth of 
Dallas. 7. Texas corporation laws. 

Your inquiry will bring any or all 
of this illuminating and informative 
literature. Please address: 


Industrial Dallas, Inc. 
1111 Chamber of Commerce Building 


Dallas 


istribution Center of 












DALLAS 


Pays a Deserved Tribute 


to TEXAS 
OKLAHOMA 
ARKANSAS 
and LOUISIANA 


This advertisement is paid for by 
Dallas, but it is about the great 
Southwest. All that Dallas is or 
hopes to be is due to this six billion 
dollar market she serves. 


Dallas’ growth from 100,000 in 
1910 to 280,000 today is because 
the Southwest has made this growth 
possible, 


The Southwest produces more 
than one-half of the American cot- 
ton; more than 60% of the petro- 
leum and more than three-fourths 
of the mohair. 


Texas leads the nation in agricul- 
ture—its farm crops totaling more 
than a billion dollars annually. 


Add to this more than two bil- 
lion dollars in manufactured prod- 
ucts and approximately a billion 
dollars in mineral products and we 
have sound reasons for 
the intense interest of 
industry in this rich 
territory as well as the 
reason for the trend of 
population swinging to- 
ward the Southwest. 


+ 
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* Binghamton 
Buffalo 
Cedar Rapids 
Chicago 
Cincinnati 
Cleveland 
Columbus 
Cortland 
Council Bluffs 
Decatur 
Des Moines 
Detroit 
East St.Louis 
*Elmira 
Erie 
Fort Wayne 
Fostoria 
Grand Rapids 
Green Bay 
Indianapolis 


Kansas City 
Los Angeles 
Louisville 
Memphis 
Milwaukee 
Minneapolis 
Muncie 
Nashville 
Omaha 
Oswego 
Peoria 
Pittsburgh 
Port Huron 
Portland 
Rochester 
Saginaw 
Saint Louis 
Saint Paul 
San Francisco 
* Scranton 
Seattle 
Sheboygan 
South Bend 
Spokaae 
Syracuse 
Toledo 
Toronto 
Utica 
Wilkesbatre 
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Second Morning 


Sixth 7 
Fourth 


Third 
Fourth 
Second 
Sixth 
Fourth 
Sixth 
Third 
Fourth 
Second 
Third 
Fourth 
Third if 
Fourth =" 
Fifth 

Fourth - 
Second Afternoon 
Fourth Moruing 
Fifth i 
Twelfth 

Fourth 

Surth 
Fifth 

Six t h, ” 
Fourth 

Fifth ‘ 
Sizth 

Serond Afternoon 
Fourth Morning 
Third " 
Thirteenth ” 
Second 
Fourth 
Sizth " 
Fourteenth” 
Second * 
Thirteenth ™ 
Fifth ” 
Fourth 
Eleventh ™“ 
Second 
Fourth 
Third 
Second 
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Ampere 

Bloomfield 

Boonton 

Clifton 

Delawanna 

Harrison 

Hoboken City 

Hoboken Shore Railroad 
Jersey City 

Lyndhurst 

Newark 

Orange 

Passaic 

Paterson 

Watsessing 

And other New Jersey points 


135 th St 
@ Harlem Transter 


Long Island City 


y/ if = ; 4 
/ = Brooklyn Eastern 
- ioe P District Transfer 
Pier 41 =e, 
ZZ any 
a : TMs Wallabout 






Jay St 
N.Y.Docks 


lyn 


Broop. 


TRANSFER 


25 St 
Bush Docks 


CORRESPONDING SERVICE given to 
shipments loaded to the platforms of 
connecting roads destined to points be- 
yond those named above. 


Similar service is effective via LACKA- 
WANNA from Philadelphia Stations of 
the Reading Company, and other larger 
Reading Company stations, and from 
stations on the Central Railroad of 


*¥irst Morning from New York Piers and Hoboken City. 


LACKAWANNA RAILROAD 


ThejPioneer in Fast Through Merchandise Service 
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ACKAWANNA fast freight 

trains are operated on sched- 

ules and time tables as carefully 

prepared and as precise and 

inflexible as those for passenger 
service. 















Market conditions, railroad and 
steamship connections and other 
important factors are better 
served when traffic handled in 
freight trains is moved with the 
utmost regularity and despatch. 









The Lackawanna has a well- 
merited reputation for the 
excellence, dependability and 
regularity of both its passenger 
and freight service. Its high 
standards also apply to through 
schedules via all connecting lines. 









New Jersey, via SCRANTON TRANS- 
FER. 





Also from New York, New Haven & Hart- 
ford Railroad points via Port Morris (N. 
J. Transfer). 


Passing reports in the possession of all 
LACKAWANNA RAILROAD agents 
enable them to give immediate and 
complete information to customers. 


Not necessary to designate any cial 
station, pier or train number. ply 
route LACKAWANNA. 
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June 


New British Freight Rates 
Now Available 


The new British Railway freight rates are not 
issued in printed tariffs but are being quoted 
free on application by the L M S Freight Offices 
in America. 


Freight Forwarders, Traffic Managers, Ship- 
ping Agents, Export Managers and shippers 
of all commodities from all British ports to all 
points in the interior of Great Britain should get 
these new rates at once—they are in force now. 


The new rates are based upon the revised 
classification and new standard charges in force 
from January 1, 1928. For information apply 
to LM S Freight Traffic Manager in America 
at 1 Broadway, New York City, Telephone 
Bowling Green 4260. 


THOMAS ARTHUR MOFFET 
Freight Traffic Manager 


LONDON MIDLAND & SCOTTISH RAILWAY COMPANY 


of Great Britain 
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Freight 





Five fast freight trains daily supply superior 
service to and from the Northwest 


Route of the New 


Oriental Limited 


The clean, cinderless, scenic, luxurious 
route between Chicago and the 
Pacific Northwest 


G. H. Smitton M. J. Costello A. J. Dickinson 
Freight Traffic Manager Western Traffic Manager Passenger Traffic Manager 
t. Paul, Minn. Seattle, Wash. St. Paul, Minn. 


H. G. Dow . T. J. Shea 
Asst. Gen. Freight Agent Asst. General Freight Agent 
New York City 79 W. Monroe St., Chicago, III. 


Great Northern 


A Dependable Railway 
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setting a pace for substantial development that can- 














@ ATLANTA 
Healey Bldg. 
209 Merris Bldg. 


@® BALTIMORE 


Write, telegraph or 'phone 
® ‘‘General Agent, Southern Pacific Lines’’ ® 


Southern Pacific’s Sunset Route. 


The Postman Knows Him 


SOUTHERN Paciric LINES 
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NEW ORLEANS—“THE PARIS OF AMERICA a 
3 3 HILE old New Orleans is a place for dreams not be equalled by any city of similar size in Amer- ® ® 
ra of yesterday’s courtliness and swashbuck- ica. New buildings climb steadily higher, magnificent an ot 
cal ling gestures of fire and romance 4 port terminals stretch over nine miles along the 2 _ te 
S z 8 while the many ‘isms of a Latin heritage are still harbor; progressive banks, beautiful hotels, without rOas 
° a a peer for service and appointments; all of the ap- sa EAS 
Ew observed as social amenities in “The Paris of Amer- oa d ind ll Fng™ 
E25 ica,” New Orl a tial a i purtenances to modern commerce and industry, @ ew 3 
Fy 8 ° a ao a great and growing of the adjuncts to world travel and world trade. . . = w 
@ ®@ American City. The NEW New Orleans is today these are part of the contemporary city, served by e 
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